





NOVEMBER 29, 1901. 








FRIDAY, NOVEMBER 29, 1901. 








CONTENTS 
ILLUSTRATED : , 
The Sessions-Standard Friction Draft Gear— 
nen SE) aR i is MA An ep rein Lap pam, oy ae 818 
Mogul Freight Locomotives for the Southern Pa- - 
Fai ree iy Rapes A Hath bE Re Pe ety ee a ee 82 
A Scherzer Rolling Lift Bridge in Brooklyn j 822 
Baldwin-Vanderbilt Ten-Wheel Passenger “Locomo- 
tives—A., T. & S. F... 23 
Se henectady Compound Consolidation: Freight Loco- 
motives—Canadian Pacific Railway............ 24 
aa 2 Passenger Car Shops of the Niles Car & Mfg. na 
9 
“vule te? GRU PGCE 6 4 oc: )s ce adc cnerae a wenn 824 
EDITORIAL: 
Service Performance of Friction Draft Gear...... 826 
The Administration of Public Works in Prussia from 
WO CG. BON 5 soos eo penne Sos wale bo ee OR Ke SA 26 
The Lesser French Hatlroads........cecccdcesusies 827 
GRO ARIE ia i4.6. 656 6% A wermcern are ed ene eae ages 827 
MUINMRTERIIRD , TROL OMS so eis oe aierpienia disreinele eater eae 826-827 
TCR SU OLIOAE, co sae oie Os 00 0:4 witeacaln en earns | See 
Trade Catalogues ..... 828 
CONTRIBUTIONS : 
That Billion Dollar Railroad Corporation......... 817 
MISCELLANEOUS: 
Recent Locomotive Construction and Performance. 817 
Problems in Maintenance of Air-Braked Equipment. 819 
What Shall be Done to Maintain the Air-Braked 
Equipment on Freight Cars?. .... 0. cccccccece 820 
The Trans-Caucasian Pipe Line. 821 


Hall and Taylor Signals in Europe. . 4 eat ie . §22 


Short Crops and Parnings...............s-s-e0- $23 
Train Accidents in the United States in October. .§25 
GENERAL NEWS. 

Technical me §28 
The Scrap Heap Siceoten eee Seneca wee eeiewee 829 
WCE CG PBN 0.5. 0 eich cise crew ne omat Sores abe se 830 
i SUA e re ree re ee at es oe 331 
Ara NRE NRINEE Sg 5d 0 aloha bn! sik 66 WOEs eb ee eae ae 83 
Meetings and Announcements. ............-e.+200% 831 
GE INN grees fanatic a let aids pie eek care! gid) veal arg rmlbnWne eines 831 
Blections and Appointments .........2.ccscccses 832 
BatinoAd CORBELUCHION: coc conc cc ee nce eccweeesyes« Gare 
CHOICE AE MENU C NOW ie essai d bots oss ease memes 832 

a la 

Contributions 

That “Billion Dollar Railroad Corporation.” 

New York, Nov. 23, 1901. 


To THE Eprror OF THE RAILROAD GAZETTE, 

In speaking this week of the Northern Securities Com- 
pany you say that it is the “first billion dollar railroad 
corporation created.” 

The Northern Securities Co. is no more a railroad 
corporation than the New York Life Insurance Co.; its 
capital is simply the stocks which it holds, not the other 
nor any of the bonds of the companies whose 
stocks it holds; it does not add one dollar to the aggre- 
gate railroad capital of the country. When I organize 
my Universal Securities Co., holding 201 millions of the 
40060 of the Northern Securities Co., together with 
1%, 4 $100 of all the shares of all the other railroads of 
America, or the world, it will not mean that there is, 
say 3,000 millions more railroad capital, but simply 
that I am Boss. The importance of the matter is that 
such statements grossly exaggerate the capitalization of 
the railroads as a whole. In 1899 the railroad com- 
panies of the United States owned 1,131 millions of 
the stocks and bonds of other companies, and the whole 


stocks 


amount must be deducted from the aggregate of their lia--. 


bilities to ascertain their true capitalization. This 
makes a difference of no less than $6,370 in the stock 
and debt per mile, which is about 10 per cent. of the 


total. B-B. 
[We cannot imagine that any reader can have been 
misled, although the expression quoted is loose. It is not 


necessary to enter into any inquiry as to what a concern 
must be or do before it is a railroad corporatiou.— 
Ep1ror.] 


Recent Locomotive Construction and Performance. 


At the November meeting of the New York Railroad 
Club Mr. F. J. Cole, Assistant Mechanical Engineer 
American Locomotive Company, presented a paper with 
the above title. It is a valuable compilation, presenting 
much information as to recent practice. The engines de- 
scribed and illustrated have, we believe, been all placed 
before our readers, in our own pages, and, therefore, we 
* reproduce none of the illustrations and very little of the 
description. These engines include the original “North 
Western” type built in the summer of 1900; the ‘“Cen- 
tral-Atlantic” engine with traction increaser; the New 
York Central two-cylinder compound consolidation; the 
Boston & Maine consolidation with 20 x 30-in. cylinders; 
the Lackawanna consolidation with 21 x 26-in. cylinders; 
the D., L. & W. consolidation also 21 x 26-in. cylinders ; 
the famous Bessemer consolidation, the biggest engine in 
the world; Mr. Marshall’s Prairie type passenger engine, 
and one or two others. <A few extracts from this paper 
follow. We shall give in a later issue some account of 
the discussion by Mr. Vauclain and others. 

. . +» Probably the present period in locomotive con- 
struction will be remembered jm after years for several 
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radical siniiacaas from the generally accepted stand- 
ard forms of construction, among which the following 
are the most prominent: 

(a) The general introduction of the wide fire-box for 
burning bituminous coal. 

(b) The use of flues of largely increased length. 

(c) The improvements in the design of piston valves 
and their introduction into general use. 

(d) The recent progress made in the use of tandem 
compound cylinders. 

For the past 12 months fully 90 per cent. of the loco- 
motives built at the Schenectady Works of the American 
Locomotive Company have been the wide fire-box type 
for burning bituminous coal. Reports received of the 
performance of these engines have been most satisfac- 
tory, indicating not only great improvement in the steam- 
ing qualities of the large, heavy engines, but, also, marked 
economy in the use of coal. In this boiler the 
sides of the outer fire-box shell are nearly vertical, with 
an outside width at the bottom equal to the diameter at 
the back end. Apart from the increased grate area ob- 
tainable with this construction, there seem to be distine- 
tive advantages in this design from a constructive and 
operative standpoint. In the first place, it seems rea- 
sonable to expect that the life of the staybolts would he 
very much prolonged by the avoidance of abrupt changes 
in the curves forming the inner and outer fire-box walls 
and by the increased width of water spaces, permitting 
longer stays to be used; secondly, this form permits a 
design of boiler which seems much more rational than 
the type formerly used in which the fire-boxes were lim‘ted 
in width to that of out to out of the frames or to the 
spaces between the driving wheel tires. 

The construction of the fire-box of this boiler 
permits water,spaces on the sides which seem peculiarly 
well adapted to the easy escape of steam, as they are 
nearly straight, without any abrupt changes or curves 
which were inseparable from the ordinary form of fire- 
box of from 33 to 42 in. in width; the side elevation of 
the boiler is noticeable for the simplicity of construction 
and freedom from all but the simplest methods of boiler 
construction. 

Many reports ane been received showing a marked 
economy in their use. The steaming qualities have been 
increased to such an extent that without increasing the 
weight more than a few thousand pounds it is now pos- 
sible to build engines which can be relied upon to steam 
freely under the most exacting requirements of trans- 
portation. Upon reflection it does not appear to be un- 
reasonable to anticipate a considerable saving in the con- 
sumption of coal, due to the increased grate area. In 
burning coal there are certain limitations as to the 
amount which can be consumed with economy per unit 
of grate area in a given time. If this amount is exceeded 
the evaporation of water per pound of coal is reduced. It 
is somewhat difficult to say just where is the point of 
greatest economy for all conditions of service, but, in a 
general way, a working zone or field may be plotted which 
defines aa ccunmaleal from the uneconomical and gives 
the rate which promises the best results. Before the 
heavy locomotives of the last six or seven years came 
into general use, the possibilities of obtaining a large 
grate area for ordinary bituminous coal seemed almost 
exhausted, without resorting to the Wooten type. 

If the tube heating surface is used for neepeitionstion 
the size of grate required it will be found that for bitum- 
inous coal good results are obtained by providing 1 sq. ft. 
of grate area for 60 to 70 sq. ft. of tube heating surface. 
For engines having 3,000 sq. ft. and upwards of tube 
heating surface, the impossibility of providing the re- 
quired amount of grate area without resorting to a 
greater width than 42 in. can be readily appreciated. 
For consolidations, moguls, and 10-wheelers, with driving 
wheels 63 in. in diam. and under, the wide fire-box seems 
singularly well adapted, as it may be extended out over 
the rear wheels without raising the center of boiler above 
the height which good practice would indicate. It is dif- 
ficult to define any arbitrary limit regarding the height 
of the center of boiler above the rails, as it is largely a 
question of curvature and condition of track. At present 
it does not seem desirable to advocate any design for 
ordinary service in which the center of the boiler is much 
more than 9 ft. 6 in. from the top of rail. This. the 
would represent about the height for a consolidation en- 
gine having 63-in. driving wheels and 72-in. boiler. 

ee The first engine of the “North Western” type 
built by the Schenectady Works was for heavy high- 
speed passenger service on the Chicago & North Western 
Railroad. This engine was completed in June, 1900, and 
exhibited at the Saratoga meeting of the Association of 
Railway Master Mechanics. The cylinders are 20 in. in 
diam., 26 in. stroke, with central admission piston valves. 
The distribution of steam is just the reverse 
of the ordinary slide valve, the live steam being 
admitted at the center and exhausted at the ends of the 
piston valve. The diameter of the drivers is 80 in., weight 
on drivers 90,000 lIbs., total weight 160,000 lIbs.; the 
grate surface is 46 sq. ft. and the total heating surface 
3,016 sq. ft. The steaming qualities of this class of 
engine have proved to be exceptionally good. The service 
they have rendered in running the fastest and heaviest 
trains on the C. & N. W. Railroad has been very satis- 
factory, both to the builders and the officials of the rail- 
road company. The principal feature in this type of 
engine is the attractive way in which the three essentials 
for high-speed passenger engines can be combined in a 
thoroughly practical manner, namely, large-sized drivers, 
grate area of sufficient size to reduce the rate of com- 
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bustion to economical limits, and great boiler capacity to 
insure free waeiee under the most exacting condi- 
tions. 

For engine with medium-sized drivers, up to about 68 
in. in diam., the 10-wheel, mogul or consolidation type 
with wide fire-boxes doubtless are the most efficient and 
desirable engines for different The 
center of boiler above the rails can be kept down to within 
the heights sanctioned by good practice and all the ad- 
vantages of the newer designs obtained. When the re- 
quirements of speed are such as to demand the use of 
larger diameter drives for the movement of heavy fast 
passenger trains, trailing wheels or some similar device 


classes of service. 


. must be resorted to in order to obtain a reasonable depth 


of fire-box from the top of grate to the bottom row of 
flues, and still keep the center of gravity of the whole 
engine within the limits of good practice. It is 
possible by the use of trailing wheels to apply drivers of 
very large diameter without raising the center of the 
boiler above the limits of safety. 

Of a larger engine of this type and having the same char- 
acteristics 22 are running on the New York Central and 
handling most of,the fast passenger trains on that road. 
The cylinders are 21 x 26 in. inside admission, piston 


valves, drivers 79 in. in diam., weight on drivers 95,000 
Ibs., total weight 176,000 Ibs., grate area 50 sq. ft., total 
heating surface 3,500 sq. ft. It is believed that these 


engines have the largest amount of heating surface of 
any passenger locomotives in the world, and far as 
known represent the least amount of weight per sq ft. of 
heating surface. The straight admission port used in 
connection with the piston valve allows very large and 
free steam passages and still maintains the clearance 
volume within the limits of good practice. The exhaust 
steam passes away through the ports in the outside ends 
of the valve chamber. 

The tractive power of this engine at 85 per cent. boiler 
pressure is.24,700 lbs., and the factor of adhesion 3.85. 
This is found to be ample when the train is once under 
headway and for this type of engine makes a much more 
efficient and powerful machine than one with less tractive 
power. Occasionally it will be found very convenient to 
temporarily increase at will the normal weight on drivers 
for the purpose of more readily starting a heavy train 
and getting it quickly under headway. For this purpose 
a simple and efficient traction increasing operated by com- 
pressed air has been designed. 

3 The table below shows the relation existing 
between the total weight and the heating surface for a 
number of passenger engines recently constructed. 


Total 
weight 


so 







Total div ided by 
Name Engine Total heating heating 
of road. number. weight. surface. surface. 
N. Y. Central. 2980 176,000 3.505 
Lake Shore. 650 174,500 3,343 
&. € 8. W. 1015 160,000 3,015 
B. & O. 1450 150,000 2,668 50 
B., C.R. &N.. 77 158.600 2,551 62 17 
Cy F.- a @.... Tee 159,000 2,500 63.60 


From this it appears that the Central Atlantic engines 
have a larger proportion of heating surface for their 
weight than any others which have been recently built, as 
far as known. It seems fair to assume, other things be- 
ing equal, that the efficiency of a high-speed passenger 
engine depends upon the amount of heating surface per 
unit of weight, and that an engine which weighs the least 
number of pounds per square foot of heating surface is a 
much more efficient machine than one of much greater 
weight and less heating surface, providing the parts are 
of ample strength for the duty required of them. 

Four of this class of engine of the same di- 
mensions and style as those on the New York Central 
are in use on the Michigan Central, handling the heavy, 
fast passenger trains with very satisfactory results. One 
of these engines ran 111 miles with four cars in 96 min- 
utes, 20 miles of which were made in 15 minutes, includ- 
ing slow-up to scoop water in track tank, and another 
run of 111 miles with 12 cars was made in 120 minutes. 
Two engines of the same dimensions = ers have been 
running for several months on the C., .& St. L. Ry. 

" For the further p nleneiic - the compound 
engine and improvements in design and materials used 


in their construction, the following are suggested; the 
general introduction of and improvements in piston 


valves allowing higher steam pressures to be successfully 
used should result in the more economical use of steam: 
improvements in grates and fire-boxes for burning in- 
ferior grades of fuel; indications are that the limit of 
weight has not yet been reached, as engines are now under 
construction that exceed in weight enything previously 
built; the development of the new oil fields suggests the 
idea that possibly the physical powers of the firemen to 
shovel in coal may not be the limiting factor regarding 
weight—with an unlimited supply of cheap oil a new fac- 
tor is introduced. 

From this point of view the size and weight of the 
locomotive is limited only by the strength of the track 
and the structures to carry it with safety. Already more 
perfectly balanced high-speed engines are demanded, and 
successful efforts to reduce the weights of the reciprocat- 
ing parts are noticed in many new designs. Whether 
this move will take the form of gradually introducing 
four-cylinder, balanced engines of the De Gheln type, 
which are running so successfully in France, remains to 
be seen. Perhaps we are not quite ready at the present 
time for the added complication of crank axle, extra rods 
and cross heads; but the fact remains that every effort 
will be made in the future to reduce, as much as possible, 
the dynamic weight of the future high-speed engine. It 
is also apparent that more care will be taken than ever 
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hefore to design the future engine in all its important 
parts with a view to greater economy in the use of fuel 
and in its maintenance from a repair standpoint. 





The Sessions-Standard Friction Draft Gear—Type C. 


The Sessions-Standard friction draft gear, which had 
ite first general introduction to the railroad public in the 
Railroad Gazette Aug. 17, 1900, page 550, has done sat- 
isfactory work on the Seaboard Air Line and elsewhere, 
as we then and subsequently noted. The record of the 
slight and even wear of friction pieces in that first 
type, which is now known as type A, was noted in our 
issue of June 21, page 445, from observations taken on 
car No. 46,348, Central Railroad of New Jersey, after a 
term of hard service. Those friction pieces were also 
exhibited at the Saratoga convention and were the sub- 
ject of much favorable comment. The preliminary re- 
port of the Master Car Builders’ committee on draft 
gear tests made this type still more familiar to our read- 
ers and it is unnecessary to refer further to the descrip- 
tion in detail. Type A, which was designed especially 
for use on wooden cars, has peculiar advantages in ac- 
cessibility and ease of dismantling and restoration of 
parts in repairs. 

The illustrations which we now give and the records 
of lahoratory and drop tests which appear herewith are 
of type C. which is a more compact development than 
type A. Type C is applicable to hoth wooden and steel 
ears, the illustrations showing cheek-plates and draft 
lugs for wooden sills and also the two ways of attaching 
the draft gear to the sills. Other views show the ar- 
rangement with steel sills, and the two longitudinal sec- 
tions shew in one case a continuous spring 614 x 16% 
in.. and in the other two M. C. B. standard 6% x 8-in. 
springs separated by a spring plate between their inner 
ends. 

The friction gear complete. with the continuous spring. 
has but four pieces more than the plainest twin-spring 
gear equipment: that is, there are three chill-faced cast- 
iron wedge castings and the malleable iron barrel cast- 
ing. ‘These parts jointly weigh 140 Ibs., and the as- 
sembled parts readily go between steel draft sills spaced 
12% in. which is standard spacing for pressed steel 
sills. Draft Ings of any approved form may be used. 
and other details to suit the preference of the car builder. 
The usual hending strain on the follower plates is greatly 
reduced by the use of this draft gear. because the barre! 
easting delivers the lead largely at the ends of the fol- 
lower plates and thus directly to the draft lugs, instead 
of at the middle of the follower plates. 

The length hetween follower plates is 205 in. This 
includes 8 in. normal clearance hetween tthe barrel cast- 
ing and the hack follower, and 154 in. clearance between 
the follower and the front end of the barrel casting. 
thus providing for a preliminary spring movement of 
3 in.. together with the movement of frictional parts. 
giving the total follower movement of 2 in. The clear- 
ance at the hack end of the spring barrel is intended to 
zive some latitude for variation of thickness of parts. 
such as follower plates for example. and to avoid exac- 
tions due to close fitting, rather than to get a definite pre- 
liminary draft movement. It is true that there is a 
gradual entry of the friction element into action because 
of this clearance at the tail end. but it is regarded more 
as a desirable coincident action than as a prime feature 
of importance. 

The movement of the wedges upon each other and 
upon the side faces of the spring barrel is very plain 
from the illustrations. In pulling, the initial movement 
comes through the forward pressure of the barrel cast- 
ing upon the side wedges. In buffing the ultimate action 
is the same, but it begins with the movement of the side 
wedges backward into the barrel casting. This is prob- 
ably the.simpiest effective means of providing for heavy 
pulling and buffing action that has thus far been used. 

Two standard M. C. B. 19,000-lb. springs give 154 in. 
travel of friction parts for 3144 in. movement of the 
springs. The length of the barrel is such that there is 
some clearance in the spring coil when the friction device 
is closed solid; the springs are thus permanently guarded 
against complete collapse. 

The spring barrel casting is cylindrical in the body 
and is reinforced with exterior ribs as illustrated. It is 
flared at the front end to receive the friction pieces, and 
the interior of the barrel is faced with two steel plates 
riveted to its sides where contact with the friction blocks 
occurs. The wedge blocks are equilateral triangles and 
the center block has a short projection that extends into 
the inner coil of the spring. The great advantage of 
such angles is in the freedom obtained in their arrange- 
ment, any face of the block being complementary to the 
inner face of the barrel casting at its mouth. These 
angles happily were best suited for the desired resist- 
ance. 

A drop test of this device was made at the works of the 
Standard Coupler Co., at Bridgeport, Conn., on Oct. 29. 
by a competent mechanical engineer in railroad service, 
whose report we give herewith. The conditions of the 
test and the results are fully given in this report and 
we shall add but a few comments thereto. The manner 
in which the draft sills were clamped gave them a better 
chance of survival than they would have on cars in 
service. The sills were pressed steel, of the strongest 
type obtainable. The stops were also of pressed steel 
riveted to the sills with nine %-in. rivets driven by hy- 
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draulic pressure. The gear was placed between the 
sills so that the center line of thrust was on the center 
line of rivets. This, it should be noted, would not be so 
in service as the center line of thrust would be through 
the lower line of rivets, as shown in the illustrations. 

The report shows that the friction draft gear stood 
an enormous impact, and came out of the test unin- 
jured; that the life of the draft sills was greatly pro- 
longed by its use, as compared with results obtained 
with the plain twin spring draft gear; and that the 
failure of the draft sills began within the elastic limit 
of the friction draft gear. From observations taken 
when these tests were made it is likely that the state- 
ment that “the test was equivalent to a collision that 
would have wrecked a steel car underframing” is well 
founded. The difference in the amount of shock sustained 
by the two types of draft gear will be best understood 
from a study of the number of drops of the 1,640-lb. tup 
and the maximum height of drop for each type. 





Sessions—Ntandard Friction Draft Gear. 


No. of Height Movement of 
Blow. Drop. Followers. Remarks. 

1 5 ft. 1°/1¢ in. Preliminary to loosen parts 
in working condition. 

2 5 ft. 9/16 in 

3 1 $t. % in. 

i 2 ft. 1 in. 

a 3 ft. 1*/,¢ in 

6 4 ft. 1% in 

7 & 2: 1°/i¢ in 

8 » ft. 19/16 in 

9 6 ft. 1% in 

10 6 ft. 1% in 

11 7 ft. 1% in f 

12 7 ft 1% in Slight buckling of web at 
draft lug, visible on one 
side. 

18 8 ft 2 in. Gear closed. No change ap- 
parent. 

14 9 ft Both sides showed slight 
buckling of channel web. 

15 10 ft No change apparent. 

16 il ft Web buckled % in.; flanges 
contracted \% in. 

17 12 ft. 3 in Webs buckled 7/ie in.; 
flanges contracted, °/1, in. 

18 12 ft. 3 in Webs buckled %/16 in.; 


flanges contracted °/;, in. 
and buckled vertically. 

Sills badly distorted ; equiv- 
alent to bad wreck. 


19 12 ft. 3 in 








Two M. C. B. standard 64% x 8-in. springs were used 
in the draft gear. 

At a load of 125,000 lbs. the springs were not closed 
and the elastic limit of the device was not quite reached. 
The device was then closed solid, the spring-barrel taking 
the load, which was increased to 300,000 Ibs., the limit 
of the machine. A careful examination of the barrel 
showed it to be in perfect condition. 

This report is of exceptional value when given, as 
now, with the record of the drop tests at Bridgeport. 
The conditions of the drop test more nearly approximate 
the conditions met by draft gear in road service than the 


conditions of the machine test do, and if the line of 
elastic resistance for the drop tests were plotted 
in a curve it would show even greater regularity 


than the line obtained from results on the Riehlé ma- 
chine. The increment of load is registered by eighths 
of an inch in this report and diagram with surprising 
regularity of increase, when it is considered that, in the 


RESULTS OF DROP TEST; GEARS MOUNTED IN PRESSED STEEL SILLS; WEIGHT OF TUP 1,640 LBs. 


Plain Twin Spring Draft Gear. 





No. of Height 
Blow Drop. Remarks. 
1 ft. Springs closed solid 
= 3 ft. 
3 4 ft. 
4 5 ft. Channels commenced to fail 
5 5 ft. Channel! failure increased. 
6 6 ft. Channel failure increased. 
7 6 ft. Channel! failure much greater. 
8 7 tt One side damaged so as to cause gear 
: to lean out of plumb. 
9 tft Damage continued as above. 
10 8 ft. Condition of channels about the same 
as when removed at end of test 


with Sessions Gear. 


Condition of Sills at End of Both Tests. 

Channels badly crippled notwithstanding they were held 
by numerous clamps from buckling or-spreading. A clamp 
was located 11% in. below the face of each draft lug to pre- 
vent spreading, and there was another 4 in. above each draft 
lug to prevent buckling The ends of sills where they rested 
on the anvil were badly crushed. The test was equivalent to 
a collision that would have wrecked a steel car underframing. 

The friction gear when removed was in perfect condition. 
On account of the construction of the friction gear, it is im- 
possible to close the springs solid. as before they quite reach 
that point. the force is taken by the main castings: it is 
therefore impossible (o damage the springs if they are cor- 
rectly made to M. C. B. specifications 





On Noy. 22, The Robert W. Hunt & Co. made a com- 
pression test of the Sessions-Standard friction draft gear 
on a 3800,000-Ib. Riehlé testing machine at the Chicago 
Rock Island & Pacific shops in Chicago. The report 
of this test follows, and with it is given an elastic re- 
sistance and recoil curve with which are plotted, for 
comparison, lines showing elastic values of plain twin- 
spring gear and plain single spring gear. 
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Movement of Followers. 


_Elastic Resistance and Recoil Diagram. 





Compressive Test of Sessions-Standard Gear. 

The draft gear was placed in the Riehlé 300,000-Ib. 
testing machine and observations were made of the loads 
at each in. compression. The wedge blocks were ‘“‘in 
the black” (i.e., unfinished) and bore against smooth 
steel follower plates. Several loadings to the full capac- 
ity of the draft gear were made before the observations 
were taken, in order to bring the bearing surfaces to a 
working condition. 

The following results are the average of four tests: 


Movement 
of Follower Load. 
0 in. 2,600 Ibs. 
in. 5.500 Ibs. 
4, in. 15,490 Ibs. 
in. 24,300 Ibs. 
bia in. 31,600 Ibs. 
*% in 89.400 Ibs 
™% in 45,900 Ibs. 
% in. 52.400 lbs. 
1 in. 60.200 Ibs. 
1X in. 67.900 Ibs. 
1 in. 74,800 Ibs 
1% in. 82,600 Ibs 
1% in. 90.800 Ibs 
156 in. 97,700 Ibs 
1% in 105,300 Ibs 


115,900 Ibs. 
125,200 Ibs 


words of the report, “the wedge blocks were in the 
black,” that is, rough from the cast. 

For the total 2-in. movement. of the followers, 125,200 
ibs. load is recorded from the machine, without reaching 
the elastic limit of the friction draft gear. The further 
closing of the friction element, solid under a load of 300,- 
000 Ibs., without injury to the device, is also worthy of 
special note; particularly when it is recalled from the 
Bridgeport drop tests that the gear came uninjured from 
the climax of a long series of drops ending in three blows 
of a 1,640-lb. tup dropped 12 ft. 3 in. 

The comments that are made by those who have had 
widest experience in draft gear matters seem to indi- 
cate the belief that this is a friction draft gear strong 
enough to meet the greatest requirements of the heaviest 
freight traffic and simple enough to be readily applied 
and maintained by the regular grade of labor employed 
on car repair work. As bearing on the latter point we 
quote the summing up of a superintendent of motive 
power on one of the biggest railroads, who has had 
much experience in car building, “This is the A B C of 
simplicity.” 


Problems in Maintenance of Air-Brake Equipment.* 


That the maintenance of air-brakes is impor 
tant needs no argument. The fact that to-day there are 
in use on the railroads of the United States upwards 
of 1,350,000 sets of air-brakes, representing an invest- 
ment of more than $50,000,000, is alone sufficient to 
convince anyone of the importance of properly maintain- 
ing the property in which so large an investment is 
made. The time will come and is rapidly ap- 
proaching when it will be as futile to try to operate 
freight trains on schedule time without air-brakes in 
good order as it now is to operate passenger trains. Suc- 
cessful and economic freight train operation under modern 
conditions requires not only that the air-brakes be in 
good condition, but also that all cars in the train be 
equipped with them. Emergencies are con- 
stantly arising where more brakes would have avoided a 
disastrous collision or lessened the damage due to de- 
railment. Trains are parting behind the air-braked cars, 
or still worse, between two air-braked cars when but 
a small proportion of the total number in the train are 
equipped with the air-brake, almost always resulting in 
a disaster costing large sums and incidental delays to 
traffic, often more serious than the loss by the wreck. It 
will, therefore, soon be found advisable, from every 
standpoint. to have all freight, as well as passenger cars, 
fitted with the air-brake, and at the rate of brake appli- 
cation during the past five years, this condition is fast 
approaching. . . . 

The problem of operating freight trains, even where 
completely equipped with air-brakes is a much more dif- 
ficult one than that of passenger train operation under 


similar conditions. First, the much greater number of 





*From a paper presented at the November meeting of the 
“Western Railway Club, by Mr. E. M. Herr. General Manager 
of the Westinghouse Air-Brake Co. 


cars in freight than in passenger traffic increase the diffi- 
culty of cleaning and repairs, as well as the difficulty of 
operation on account of the great number of hose coup 
lings to make and disconnect ; second, the character of the 
service in which freight cars must be used, often on for 
eign roads for months, sometimes stored in out of the 
way sidings for long periods where no attention can be 
given them and under which conditions the brakes become 
inoperative more rapidly than in service, and third, the 
fact that the sensitiveness of the triple valve must be 
greater with long than with short trains. This means 
that while on trains of two or three cars the brakes could 
be applied and released without any packing rings in 
the triple valve pistons. on trains of 50 or 60 cars the 


triple-piston packing rings are not only a necessity but 


must be fitted with the greatest nicety to operate prop 
erly. . P 

Let us examine some of the difficulties and 
by analyzing them to find a remedy. 

First, is the greater number of cars requiring cleaning 
and repairing of brakes, During the past five years the 
freight cars equipped with air-brakes increased from 
about 380,000 to 1,250,000; the passenger cars from 
48,000 to 55,000; and locomotives from 30,500 to 42,000. 
We thus find an increase of 229 per cent. in freight, 14.5 
per cent. in passenger, and 87.5 per cent. in locomotive 
service. Too what extent facilities for repair and main- 
tenance of this part of the train and engine equipment 
have been increased the writer is unable to ascertain, 
but each motive power officer can readily determine this 
for his own line. If this be done and a resolute effort 
made to increase the repair and inspection facilities at 
least to the same extent as the number of brakes to be 
eared for has increased, one object of this paper will have 
been accomplished. 

Another reason why the proper maintenance of brakes 
on freight cars is more difficult than the maintenance of 
those on passenger cars covers two important differences 
(a) freight cars more frequently on foreign lines; (b) 
they are often out of service for long periods with no 
care. To deal- with the condition, arrangements 
must be made to give the brakes on foreign cars the same 
attention ay is given home cars. The recent action of the 
Master Car Builders’ Association in establishing a fair 
price to be charged for this work of cleaning and oiling 
triples and brake cylinders, permits the employment of 
sufficient help for doing this work without loss and re 
moves all excuse, if any previously existed, for its neglect. 
The second condition is cared for by a rigid adherence to 
the rules governing the time at which triple valves and 
brake cylinders should be cleaned and oiled. While this 
time limit, as fixed by the M. C. B. rules, is after 12 
months, many well-informed and competent air-brake 
men have advocated six months as the proper interval 
for cleaning and oiling, and in the recommendations of 
the Interstate Commerce Commission, six months is the 
period cited. It is probable that a general compliance 
with the rule that every car going on a repair track for 
any purpose should have its triple valve and cylinder 
cleaned and oiled if six months or more had elapsed 
since the last cleaning. and no car should be allowed to 
run past any inspection point on which the brake cylinder 
and triple valve had not been cleaned and oiled within 12 
months, would be adequate to keep the air-brakes in good 
order, notwithstanding the way in which freight cars 
must be used. 

The third difficulty mentioned, viz., the greater sensi- 
tiveness required in the triple valve in freight service can 
only be overcome by supplementing the careful cleaning 
of triples by a most critical inspection for defects in the 
working parts. This inspection, together with the proper 
tests of the cleaned apparatus, should enable all defec- 
tive valves to be caught and replaced with those in good 
condition, a supply of which should always be on hand 
at all cleaning and inspection points. Defective valves 
should invariably be sent to a central point for repairs, 
which should only be attempted to the extent of replac- 
ing defective parts not requiring work upon them or the 


endeavor 





first 


valve by machine tools. 

It may be of interest to briefly describe the routine 
through which all triples returned, to the Westinghouse 
Air Brake Co. for repairs, are put. The triples are first 
marked with designating numbers which run consecu- 
tively so that no two valves can have the same number. 
These numbers are entered on the shop order and all 
the valves is charged to the proper 
number, enabling a complete record to be made of the 
repairs on each valve. They are then taken apart and 
cleaned by boiling each part in a solution especially pre- 
pared to remove all foreign matter. After removal, each 
piece is thoroughly cleaned, carefully gaged, and in- 
spected for defects. All parts found worn beyond the 
limits established are replaced by standard parts, the 
bushings in the valve body being renewed only when 
necessary. All valve bodies are then boiled in a solution 
prepared for the purpose of closing any parts of the cast 
ing having the slightest porosity, and all, whether bush- 
ings are renewed or not, then go to the grinding machines 
where the large bushing is made perfect by grinding to a 
true cylinder of proper size. 

The triple piston is repaired by removing the old pack- 
ing ring and replacing it by a new ring of standard thick- 
ness, the groove being first slightly closed and regrooved 
to standard size. The packing ring is then carefully 
fitted in a groove and afterwards into the cylinder in 
which it is to work, and then worn to a perfect fit in a 
special ring-wearing machine. The cylinder piston, and 
especially the packing ring and groove, are thoroughly 
cleaned after wearing in and the ring is then. tested for 


work done upon 
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leakage. If leakage test is not met, it must be refitted 
and retested. The slide-valve and slide-valve seat are 
refitted unless too badly worn when they are, of course, 
replaced. All other metal parts, including the springs, 
having been gaged and inspected and those defective re- 
placed, the check valve and graduating valve are re- 
ground, the rubber gasket and rubber seat of the emerg- 
ency valve are replaced and, after each part is again in- 
spected for cleanliness, the valve assembled is ready for 
the rack test. 

Here the valve is given all the regular tests of new 
triples on a 60-car rack, or its equivalent, and having 
passed these tests which include the leakage test of 
all parts of the body, tightness of the slide-valve in all 
positions, as well as the check-valve in emergency, a final 
test is given of not only the absence of leakage of the 
but also the freedom with 


triple piston packing ring, 
a slight rise in the 


which the triple will release under 
train-pipe pressure. This test is of great value as it 
triple to be discovered having a packing ring 
leakage but so tightly fitted that it can only be 
moved by a considerable difference of pressure between 
the train pipe and reservoir sides—a dangerous condition 
and one not easily discovered by the ordinary rack tests. 
By this special test no triple is passed in which the 
1 leak with 80 Ibs. pressure sufficient 
to accumulate 15 Ibs. pressure in a standard freight 
reservoir in one minute; or which will not move from 
full application to full release when train-pipe pressure 
exceeds reservoir pressure by 1°/,, Ibs. per sq. in. Hav- 
ing successfully passed these tests, the repaired triple 
valve is ready for the painter, boxing and shipment. 
What has been said heretofore pertains more particu- 
larly to the maintenance and care of the triple valve, and 
while it may be said to be the soul of the air-brake it by 
no means follows that the care of the corporeal parts 
can be neglected. The relative importance of the proper 
maintenance of the different members of the brake is not 
always realized or appreciated. The cylinder, reservoir, 
triple valve, and retaining valve, if defective on any 
car, can be cut out, and while the brake is lost on that 
car it does not affect the operation of the brakes on the 
other cars in the train. This is by no means the case, 
however, if the train pipe, hose, or couplings are defective. 
Any defect in these parts, or any of them, affects the op- 
eration of the brakes on all the other cars as well as 
on the one where they are located. It is, therefore, of 
especial importance to see that the train pipe and its 


enables a 
free from 


packing ring allows ¢ 


connections are kept in order. 

In fact, the train pipe is, without doubt, the particular 
part of the whole brake apparatus which should have the 
most unremitting attention of those in charge of the main- 
tenance and care of brakes. This attention requires no 
especially skilled or high-class labor, nor the installation 
of new or expensive machinery ; it, on the contrary, con- 
sists in the simple stopping of leaks in the train pipe and 
still in preventing the 


necessories, and more important 
examina- 


pernicious maintenance, it is believed that an 
tion on almost any road will show that leaks in train 
and defective hose and couplings are increasing, 


pipes, 
proportion than the increase in 


and in a much greater 
the number of air-brakes in service. 

The cause of this bad condition is not difficult to dis- 
cover. Observe almost any switching or road crew set- 
ting out cars from an air-braked train. The unlocking 
pin of the coupler is raised, and, without an attempt to 
uncouple the hose, the engine is signalled ahead and the 
hose coupling pulled apart. If the man is criticised for 
this method of uncoupling hose, he will probably defend 
himself by the statement that hose couplings are made 
pull apart. It is true they are made so they will part in 
case of a breakaway, and, if in order, with little or no 
damage, although even in such a case, owing to the in- 
clination of the nipple attached to the angle cock, serious 
damage is likely to be done to the inside of the hose and a 
severe strain put upon the train pipe fastenings and con- 
nections. Oftentimes, however, the coupling case arm is 
slightly bent, resulting in a strain upon the hose and pipe 
almost and sometimes entirely rupturing the hose. The 
hose coupling was never designed to be pulled apart in 
ordinary service and it is only since the more general use 
of air-brakes in freight cars that this practice has_be- 
come common. The most rigorous efforts should be used 
to stop this practice or a most alarming increase in the 
cost of hose and serious difficulties in maintaining a tight 
train pipe may be looked for. 

Another frequent cause of leaks in train pipe are the 
gaskets used in pipe unions. These should invariably be 
of treated or filled leather and never rubber. The latter 
quickly deteriorates, making it impossible to secure a 
tight joint by screwing up the union nut as can be done 
for a much longer period with leather gaskets. The 
pressure retaining valve is a device so little used on roads 
having no heavy grades that there is a great tendency to 
neglect it. It is absolutely essential to the safe opera- 
tion of trains on long heavy grades, and should always 
be tested and known to be in good order when the other 
parts of the brake are inspected. When not in order, the 
trouble will generally be found in leaks in the retainer 
valve pipe. A more secure fastening of this pipe than 
generally employed cannot be too strongly urged. 

The above pertains to the care of air-brakes on the 
car equipment but those on the locomotive and tender are 


of even more importance. As time advances, our loco- 


motives have grown larger and larger until now we have 
locomotives which, with their their tenders in working 
order, weigh fully as much as 10 empty freight cars. As 
the brake power on cars must be adjusted to their light 
Weights, while locomotiyes and tenders can be braked in 
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proportion to their weight in working order, the very 
great importance not only of well-designed but of well- 
maintained brakes on the locomotives and tenders is man- 
ifest. The essential parts of the brake equipment peculiar 
to the locomotive and not yet considered are the pump 
and governor, engineer’s valve and the main reservoir. 
That all of these should be maintained in a high state 
of efficiency goes without saying, and as there is only 
one of each to a locomotive (with the exception of the 
main reservoir, which is often divided for convenience, 
and the governor top, and feed valve with Schedule U 
and the high-speed brake) their proper repair is not 
difficult. 

A careful record of pump repairs should be kept on each 
division and the average time a pump will run under the 
conditions existing determined, so that when a pump has 
run its allotted time, it should be sent in for general 
Failures that occur during the interval 
between shopping can generally be readily cared for in 
the roundhouse. When a failure occurs at or near the 
shopping time the pump, as a rule, should be removed 
before it breaks down. There should be no time wasted 
in temporary repairs, but it should be relegated to the 
back shop at once. The repairs to engineer’s brake valve 
and pump governor can be advantageously handled in 
the same manner. 

Complaint of the inadequacy of the 9%4-in. pump is now 
often heard. Investigation of the cause of this will gen- 
erally disclose an undue amount of train-pipe leakage, 
or a main reservoir too small for the service in which 
it is used. Too great an effort cannot be made to stop 
the leaks in the train-pipe and elsewhere before a larger 
pump is considered. The furnishing of a larger pump 
will result in supplying leaks which the standard pump 
could not supply only so long as their number does not 
increase sufficiently to consume the additional capacity of 
the larger pump, when the larger pump becomes as inade- 
quate as the standard pump now apparently is. There 
may be conditions where a larger pugnp would be a neces- 
sity but it should never be resorted to until the train-pipe 
maintenance is known to be the best attainable and the 
main reservoir of ample size. 

To recapitulate: 

Determine the increase in air-brake equipment and see 
to it that forces and facilities for test and repair are suf- 
ficient and up to date. 

Of first importance is the care of the train pipe, cocks, 
and couplings. So pernicious is the practice of pulling 
the coupled hose apart in increasing the cost for hose 
and labor on train-pipe joints that unless this practice is 
stopped, a change to a hose coupling which can be pulled 
apart without damage,-must be made. 

Scarcely of less importance is the care of triple valves 
and no real progress can be made in this unless the 
working parts of the valve are kept strictly within the 
limits allowed, and repairs so skillfully made that the 
valve will pass the severest tests. 

The repairs to other parts of the brake are also im- 
portant and must be made with care and in a systematic 
way. 

There is probably no apparatus used by railroads which 
will continue to operate, notwithstanding great neglect. 
as does the air-brakes; it being practically indestructible 
from wear or deterioration in the hardest service. On 
the other hand, the consequences of a failure to properly 
respond when required are most serious and there is none 
which so fully repays good care and intelligent manip- 
ulation. 


overhauling. 


What Shall be Done to Maintain the Air Brake Equip- 
ment on Freight Cars?* 


: In order to obtain data in connection with the 
condition of air-brakes on freight equipment cars, we 
some time since had tested and inspected the air-brake 
ears in 80 freight trains with the following results: 


Namber of trains: GrAmMined .. «<6 5.6.2. ie 3.1 ees esis ous sa 
Total MUMHED OL CANS: 1A TLBNOR 3 6 oo ace ce rars os wescciersrene 2.218 
e number of air cars in trains............... 1.827 
a e altars “with hose counled...... 1.041 
“ “ “ “ “ “ “c but air 
ee ET ee ee a re ee 114 
Number of cars applying with 7 Ibs. reduction. ; 772 
Average /bs. leakage in train line per train in 10 min. 26.21. 
DESERTED LOE os costs oes be 4.6 ein Scnae ewiaier en ecoere re 5 Ibs. 
WOXIIDRM: FOREABC. «65 ioisy scy sw orc'n oe sci aw ass o:3 wie chee Ss 
Number of cars with improper piston travel. kK 310 
«on which the brakes did not. “apply 
with a 25 per cent. reduction. GE 2 


From these figures it will be noted as follows: That of 
the total number of cars examined, 68.85 per cent. were 
equipped with air-brakes; of the total number of cars 
so equipped, 11 per cent. had the brakes cut out on ac- 
count of being inoperative, and 4 per cent. coupled up, but 
not cut out would not apply with a 25 Ibs. reduction— 
indicating that they should have been cut out also—in- 
creasing the per cent. of cut out cars to 15 per cent.: 
and, finally, that 30 per cent. of the coupled up cats had 
improper piston travel. The tests were made while cars 
were in trains and not from a regular testing plant. Had 
the latter been the case, it would only have changed the 
results by increasing the percentage of defective cars. 
The condition as indicated above, while it may not be 
regarded as particularly new, indicates very forcibly to 


*From a paper presented at the November meeting of the 
Western Railway Club, by Mr. T. W. Demarest, Superin- 
tendent of Motive Power of the Pennsylvania Lines West of 
Pittsburgh. 


us the necessity for the adoption of such methods as 
would enable efficient service to be obtained from the air- 
brake equipment. : 

From the 1900 report of the Interstate Commerce Com- 
mission, we find that on June 30, 1899, there were 1,295,- 
510 cars in freight service, of which 730,670 were fitted 
with train air-brakes, which number has increased ma- 
terially since that time. The 730,670 freight equipment 
cars equipped with air-brakes represent an investment 
for such air-brake equipment of, in round numbers, 
$25,500,000. The efficiency of the apparatus depends en- 
tirely upon the condition in which it is kept up, and if it 
is not kept up we realize nothing from the investment, 
and the air-brake instead of being a safety factor, becomes 
the reverse. Further, with the increased number of air- 
brake cars and the increased number of air-brake cars 


' per train, defects which are not vital with a few cars 


become of the greatest importance when the majority of 
the cars in a train are air-brake cars coupled up. 

Under the present system for making air-brake repairs 
under freight cars we are practically limited to such 
times as the cars come over the shop repair tracks, and 
this attention is entirely inadequate. For the past eight 
months we have experimentally maintained a service in- 
spection system at one of our divisional peints—every 
freight train passing through having the air tested and 
inspected before the inbound engine is cut off, and again 
inspected and tested after the outbound engine is attached 
to the train—with the idea of giving inspectors and re- 
pairmen the intervening time for doing the necessary 
work. Our records of the defective cars, and cars re- 
paired, indicate that there have been over 1,600 cars per 
month receiving necessary attention, which would not 
have received it unless this initial inspection had been 
established. A tabulated list of defects on the 12,800 cars 
indicates as follows: 





Per 

cent. 
Reapropnr. piston BIAWEL S655. 5. = ois. ocsids d.0 hice ese eee als 56.2 
Pipe hange@s applied or repaired................... 2.0 
SL TNR TUARN “OUMRAMIND o's 6a 905 65. Sigs oro 16:8 ase 8S 8m Sree’ 1.8 
ee a aga aa a ee nea eee eae 3 
EOI PADS CMO TODRILCI . 6 5655. 6::056.6%0c:cters ais: gab osaea <o48 3.1 
IBEARCR PING UNION PEDRO. 6.5.0. 0:66:06 c eee eres sae ee 21.2 
Release valves repaired or applied.................. 7 
Melense VAIVG TOUS BVOIMOM <6... scc6 6b aie 60 Gsdeceowave 38 
Coupling packing rings applied. . Pani sete) pee 
ANGIC COCKE OF RNASE FHODUCN s: 65.56.5765, oie gsc seein enerceus ij 
Triple valves repaired and gaskets applied........... 1.5 
Defective triple (Cars shopped).......scccescscvsse 5.8 
Defective train or branch pipe (car shopped)........ 2.1 


The defects may be divided as between the brake cyl- 
inder and its attachments, and the train line and branch 
pipe and their attachments. The former defects are 
those which are mainly incident to the operation of the 
brake. The responsibility for the latter is principally 
due to defective equipment and application; i.e., attach- 
ments to underframing of cars inadequate for the pur- 
pose. The effect of the former is to produce inefficient 
brakes in application and slow brakes to release; the 
latter stuck and hung brakes, and to add to the work of 
a very much over-burdened part, the air pump. We are 
advised it is the intention of some lines to adopt an 
11-in. pump to replace the 914-in., on account of the diffi- 
culty in mairtaining the pressure. In view of the con- 
ditions as we find them, it would appear that the main- 
tenance of the air-brake equipment itself was responsible 
and not the capacity of the pump. On another line, with 
which we are personally acquainted, the condition of leaky 
and defective train line has been so serious as to cause, 
in many instances, a reduction in the tonnage rates 
hauled. 

The conditions cannot be materially benefited by in- 
dividual or spasmodic action, but uniform, united action 
should be taken by all members of the Master Car Build- 
rs’ Association. The latter has taken the initiative in 
increasing the price for cleaning and oiling the triple 
valves and cleaning and oiling cylinders. It remains with 
us to derive the benefit from this action, and also to give 
the necessary attention to other equally important parts 
of the apparatus. No car should leave a terminal orig- 
inating point without the brakes being in good condition, 
and no car should leave a shop repair track, except with 
the brakes in good condition. The first requisite, then, 
is shop repair track and terminal yard testing plants. 
Our experience has shown, in addition, that service in- 
spection and tests should be made while the car is in 
transit. Such an inspection cannot be made as com- 
pletely as desirable at all points, due to yard facilities 
and traffic conditions at times, but much good can be 
accomplished by it. Finally, the Air-Brake Card should 
be applied by trainmen to facilitate the work of inspec- 
tion and repairs. 


The break of gage on the Russian border is exactly 
the same as that which existed for many years after the 
war between the Northern and most of the Southern 
railroads in this country. This obstacle to throug): 
traffic was remedied here by transferring the cars from 
trucks of one gage to those of another, which was ef 
fected with great rapidity. The four-wheeled European 
cars present a much more serious problem; but it is now 
said to be successfully solved by changing the axles 
under cars specially fitted for both gages. At a receni 
trial on the Prussian border three different trains of 
five cars each were transferred in from 5 to 7 minutes 
per train. Two men in a few minutes thus save the worx 
of 20 men for three full heurs in transferring freight 


from car to car, 
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Mogul Freight Locomotives for the Southern Pacific. 


Some new mogul freight locomotives have just been 
built by the Baldwin Locomotive Works for the Southern 
Pacific and, as shown by the accompanying engravings, 
moderately wide fire-hoxes are used in those like engine 
No. 1727, intended for burning soft coal, and five of them, 
engines No. 1720 to No. 1724, inclusive, have Vander- 
bilt boilers fitted to burn oil fuel. 

The weight on driving wheels of the coal-burning 
locomotives in working order is 144,120 lbs. and 


the total weight is 166,300 Ibs. The cylinders 
are 154% and 26 in. x 28 in. the driving wheels 


63 in. in diam., and the steam pressure is 200 lbs. The 
boiler is of the straight barrel type and has 160 sq. ft. of 
fire-box heating surface, 2,097 sq. ft. of tube heating sur- 
face or a total heating surface of 2,257 sq. ft. The grate 
area is 49.5 sq. ft., the fire-box being 9 ft. long and 5 ft. 
6 in. wide. The tender has a capacity for 6,000 gals. of 
water and 12 tons of coal and the weight of tender 
loaded is 120,000 Ibs. 

The weight on driving wheels of the oil-burning loco- 
motives is 153,880 Ibs. and the total weight is 176,640 
lbs., thus putting 22,760 Ibs. on the engine truck. There 
are about 177 sq. ft. of heating surface in the fire-box 
and 2,168 sq. ft. in the tubes, making a total of 2,340 
sq. ft. The fire-box is 10 ft. 5 in. long and the mini- 
mum inside diameter over corrugations is 59 in., the 
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” Wt OURCG, WIE eid es cur cicen culeceycsas nes 
Front, 4 in. ;.Sides, 3% in. ; Back, 3% in. 
Grate, kind 0f;....:.60cce bee ht PE er er ECOL Rocking 
We SIN Serecccsccomes ceeN eee seam eeecws cane ead 310 
* DREN oe ba CAKE ae Ke Ce eee Kea Ca aed -....Steel 
" Ce CURIOS oie otc Sele e se asecwae &sclnhecee ae 
ie TORE OVER GOOG: 6 eos cc ccd necuecesnc 13 ft. 0 in. 
Smoke- i I os oes wc aweeacccesdeaenewaus -71% in. 
NIN ae oe doc cikca gas wade east Gaver d eons 654 in. 
pos ge | Pence re rrr errr ee OC er Single 
i — (the babes’ Ong euns Rees 60 pea wee Permanent 
* bs GUANO i. 5 6c st eecesades 4%, 4% and 5 in 
- _ distance of tip below center of boiler 2 in 
NGI ance covet wdesasdtaddesdaenkenseetigeceaswans .- Wire 
ee! MM aap anéiw sed tae e eek tie tie pee Cee eee ees 7x7 mesh 
PRR Ua vere veiavedicecnncccereeaceadaduaeuanea Taper 
“least diameter .....2.22222: Rie hE a ere sou ong 
© GOMUOG CIINONOE ox 660s 60 Se CRC Oe REE eRS 15% in 
“  HGISne SHOVE SIMONC DOE... 6. cece sc cvctdcowe 4 ft. 4% in. 
Tender :— 
Mo) ee eee Bere er With swivel trucks 
‘ERR COUNCIEN 100 WALOE o.6:60. oc. c:c0 66 eneeewewnusee 6,000 gal. 
COO MOCRRINN doi wenined duels na vacewanmed aeimia eeeee 12 tons 
Wer Of WIGCCCINe 8 TONS foes keene wcegecmenesoeeaa Steel 
Thickness of tank sheets. «...6.ccccessccceced Y% and 5/46 in. 
SG Ce CON MINIs o.oc oes Cadcccederatacnenenadadan Iron 
TG Ole LUNN oo coo a densest eae dededeeadane nee 3 Arch bar 
Truck with swinging motion or rigid bolster. - Rigid 
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2,105,000,000 gallons. The weak participation of Russia in 
supplying the world’s markets was due to the fact that Rus 
sian freight rates to the seaport are too high and the means 
of transportation are insufficient. The reason usually given 
in Russia—namely, that the producers, for business reasons, 
give more attention to the manufacture of naphtha products 
than to the refining of oil—is correct only because of the 
obstacles to transportation just mentioned. The transporta 
tion of Russian petroleum is now effected by means of the 
Baku-Batum Railway and the railway from Petrovsk (on the 
Caspian Sea to Novorossisk, on the Black Sea). The latter 
is of minor importance, and carries petroleum only when the 
Baku-Batum line is overburdened with traffic or when the 
prices of petroleum are so high that this more expensive route 
can be profitably used. The Baku-Batum line is 558.2 miles 
long, and has a double track for only two short stretches of 
100.1 and 62.3 miles. With its present supply of tank cars 
—about 1,600 large ones, each holding about 3,750 gallons, 
and about 3,400 small ones, with a capacity of 3,050 gallons 
—the railway is capable of transporting to Batum allowing 
thirteen days for the round trip, about 400,000,000 gallons 
per annum, though as yet the amount has seldom exceeded 
300,000,000 gallons, owing to the frequency of accidents. 
Since October, 1900, a pipe system 142.5 miles in length has 
been in operation between Michailovo and Batum, but, owing 
to careless management, only about 19,000,000 gallons per 
month has so far been forwarded in this way. By the end 
of 1902, another 88.8 miles of pipe line will have been laid. 
An imperial order was issued in July of this year for the com 
pletion of the remainder of the line—310.9 miles. From 
Baku to Voltschi-Vorota—7.2 miles—a pipe line has long 
been in use. The completed system will have a capacity of 





























Baldwin Coal Burning Freight Locomotive—Southern Pacific. 


thickness of the steel being */,;. in. The tender carries 
6,000 gals. of water and 3,000 gals. of oil. The total 
weight of the oil-burning locomotives is about 10,000 Ibs. 
more than that of the coal-burning locomotives, but the 
total heating surface in the oil-burning locomotive is 83 
sq. ft. more than the heating surface in the coal-burning 
locomotive. 
Other dimensions of these locomotives are as follows: 





WwW heel base, TOTAL Of CURING s6.04.0/5< 2:6.0 Creer ere: ee 

PN Ee tri erie 15 ft. 2 in. 

ee “total (engine and tender).......... 51 ft. 3% in. 

Length over all, total, engine and tender........61 ft. 4 in. 

Height, center of boiler above rails Ne Waian & eeuen 9 ft. 2% in. 

eo” of st Me Whe om "tbe mie os ee aie 16 ft. 6% in 

Drivers, material of centers.................00% Cast steel 

PCs WN. CRINGE ob 5-5.6 6s 6 a < cars coe Pave parae 30% in. 

Journals, driving axle, size. sia: hw: a:4i0/6 16, cele. 9: 0s gs aan ees 

SE cerecccieenancn cocleaeas 6x10 in. 

WEE CRATE TMs HINO gis: 6 6h o:5d 0:6. Barcwieeeecnewees 614 x 6% in 
ARTI RS GUE RENIRI Sea n'o 95 50--01'%.0..o atheros Wem hia eae eres 3% in. 

Kind Of Digton TO PACHIOE. « «« o.+0.0.0:000% eee U. e Metallic 

Main rod, length center to center.............. . 10% in. 

Steam ports, — Dare one igh oat eG RcwaTe Wire elere ee idan aa ~ 
Exhaust ports, — eaeipnyei ii in 

- oa ealete wre lores eh haneiae aa ee eeaee % in 

Bridge, width . AG Ae OS ee OT "3 and 23% in. 

Valves, kind SFSU Siig region ep ¢ “ston ae 

“greatest travel . Salva Corataliotarude orakera a0. :ag ait 

SP UPR AN a oot eco: os 0) oben ce H.P., % in.: LE 4, in. 

ye inside clearance Reece scarsrake a _ELP., ¥Y% in.; L. Pp. % in. 

Bs Weadin fill Beak <6 0:6 case s H.P,, 0 in.: [, in. 

Boiler, WOO GE iic a pidiate ance oA 06 034 giddwdeey wed we ea - Straight 

working steam pressure..... Pie ARS Coe ose «SUG IDEs 

x on ee A eer eae errs Steel 


“ 


thickness of material ‘in barrel. Pe errr ys 





Type of truck spring...... satuewenaie . Double eo 
Diameter of truck WHCGIS. « «2.6.6 cce sc ccc ence ccccaie 33% in. 
Diameter and length of axle journals. . : 01x 10 in. 
Distance between centers of journals................. 77 in. 
Diameter Of Wheel Tt OM ASIC. 6.06086 hc icccceceedes 6% in. 
Elena G6 COUICr OL REINO. 6 656 6.6. ccc tieneneesecaua 5% in. 
MUN OG CEG DOINEOE 6 e'o 5 cc ca maetee-t e060 ea eecaas Cast steel 
'Pyn@ Gf E5UCE tEANEOM . «0c ccc ccsccivsweseece € ‘hannel bar 
Length of tender frame over bumpers........... ft. 7 in. 
ME OM SMM dieka e aceuse sine eee oe eiae Gewese 20 ft. 2 in. 
WEGENER Goo vac ewsecardida dea dnd Heicdgaaeed ft. 6 in. 
Height of tank, not including collar. errr rer 
Figtant. OF tam: OVGE COMBE 60 )..6 66sec cedisedanscacees (#4 
TBype of back Graw-head. ......5..cecscicvecs MC. B. coupler 
WEEE OF WIERQUE WAEEE BCOOI 6 6:65 ccc ecduveese Without 


The Trans-Caucasian Pipe Line. 


Vice-Consul-General Murphy sends from Frankfort, 
the following translation from the Frankfurter Zeitung: 

The principal sources of supply for the world’s petroleum 
market are the United States and Russia. In all probability, 
there will be no change in this respect in the near future. 
The beginning of the work of laying pipes from the petroleum 
district of Baku to the port of Batum promises, however, a 
change in the relative competitive strength of the United 
States and Russia. 

In the year 1900, Russia supplied 35 per cent. of all the 
petroleum offered for sale in the markets of the world— 
namely, 365,000,000 gallons out of a total of 1,035,000,000 
gallons. In 1900, Russia produced 3,360,000,000 gallons of 
naphtha, while the production of the United States was only 


625,000,000 gallons per annum. The transmission of each 
pood (5 gallons of petroleum through the pipe will cost the 
State 1.2 kopecks (0.6 cent), the net cost of forwarding a 
pood by rail being 3.9 kopecks (2 cents). 

As the Russian Government has undertaken the completion 
of a pipe line not merely as a financial venture, but for the 
declared purpose of helping the Russian petroleum industry 
to compete in the markets of the world, it will probably be 
satisfied with moderate profits, in order to accomplish its 
object. By ministerial decree of February 15, 1900, the 
freight rate per pood was raised from 10 to 16 kopecks (5 to 
8 cents, the price having once been as high as 19 kopecks (9 
cents). After the pipe line is completed at the end of 1903, 
rates will probably be much lower than ever before. 


In response to the appeal of the Austrian Railroad 
Minister several of the railroad companies have appro- 
priated large sums for the purchase of materials and 
rolling stock for the purpose of keeping the shops going. 
In Hungary the government appropriated $9,000,000 
for purchase of various kinds, which will be employed in 
giving orders to iron works, manufacturers of machin- 
ery, machine tools and cars to bridge builders and to 
cotton and woolen factories, all of which must agree to 
keep their men employed until the end of 1902. Among 
the orders decided upon is one for 7,000 freight cars, to 
cost about $600 each; and the wooden bridge of high- 
ways and railroads are to be replaced by iron structures. 
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A Scherzer Rolling Lift Bridge in Brooklyn. 


A Scherzer rolling lift bridge, novel in some respects, 
wil] shortly be built in New York, on Vernon avenue, 
over Newtown Creek in the Boroughs of Brooklyn and 
Queens. From the side elevation it will be seen that the 
track for the rocker is a continuation of the horizontal 
line of the bottom chord of the bridge, and that the bottom 








members of chord of Leaf No. 2, resting on brackets fas- 
tened to the members of chord of Leaf No. 1. A detail of 
this lock is shown in Fig. 2. In closing the bridge, Leaf 
No. 2 must be lowered first to a position in which the 
brackets of Leaf No. 1 will clear the extension of Leaf 
No. 2, within a few inches; then Leaf No. 1 will be low- 


ered until its tongue touches the diaphragm of Leaf No. 2, 
after which both leaves will come down together. 


In 

































































used the phosphorus shall not exceed .08, and- if basic 
steel, the phosphorus shall not exceed .04. Rivets must 
be machine driven whenever practicable. The bridge is 
to provide for highway, sidewalks, and two trolley tracks. 

There is an average of 45 passages of masted vessels 
every day through the bridge at this place, the channel 
carrying 18 ft. of water at low tide. There are thany 
more passages of craft without masts, and the bridge 
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Pier 19. 
The Newtown Creek Bridge, Vernon Avenue, Brooklyn and Long Island City. 


chord itself is straight. This application of the Scherzer 
principle, with the bottom chord straight and horizontal, 
and the rocker track on the same level, has been made 
in but two or three cases, namely, in the double track bridge 
of the Chicago Terminal Transfer Railway Company at 
the entrance to the Grand Central Station, Chicago ; in the 
six-track bridge of the New York, New Haven & Hartford 
over Fort Point Channel, Boston, and in a bridge for the 
Big Four Railway, at Cleveland. The grill work shown 
in the engraving, above the operator’s cabin, is intended to 
represent the counterweight made up of blocks of cast- 
iron. This counterweight swings back and down through 
the slot shown in the plan. The Jatticed towers seen in 
the side elevation contain the stops against which the 
bridge rests when it is closed; and these towers go down 
through the masonry of the piers to a deep anchorage. 
The bridge will he worked by electricity with two motors 
leaf. The horizontal operating struts are not 
shown in the engraving. They take hold of the first 
vertical post, at the point of the center of the are of the 
rocker. The details of the motér end of this operating 
strut are shown in Fig, 1. 

The center shear lock will consist of a long tongue, 
fastened between the members of the chord of Leaf No. 1 
(which has one controller), extending into the members 
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f the Newtown Creek Bridge. 


(which has two controllers), and 


of chord of Leaf No. 2 
resting on a diaphragm between the members of Leaf 
No. 2 


It will also consist of a short extension of the 


the bridge, both leaves will be raised simul- 
taneously. Indicators will be provided, which will show 
to each operator the exact position of each leaf during 
opening and closing, day and night. 

For each truss of each leaf of the bridge there will be 
one rear lock, applied by gravity and opened by solenoids 
controlled by the operators. The rear locks will be con- 
trolled from the operators’ houses and so wired that the 
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Fig. 2.—Detail of Lock. 


first notch of the controller lever releases the locks. The 
rear locks of Leaf No. 1 will be fitted with submarine 
electric connections, so as to be controlled from either of 
the two operators’ houses. Indicators will show the 
positions of the locks to the operators, day and night, and 
the positions of the rear locks of Leaf No. 1 will be in- 
dicated in the same manner to the operator on the oppo- 
site side of the river. 

Each leaf of the bridge will be provided with a re- 
versible gravity band brake (Fig. 3). The brake bands 
will be niedium steel, lined with 14%-in. x %&-in. 
wrought iron bars, 24%4-in. centers. These brakes will be 
worked by electric solenoids, braking automatically when 
the current operating the bridge is cut off; the controller 
being arranged so that the brakes are not in series with 
the motor, and the first notch of the controller releasing 
the brake without starting the motors. 

Each leaf of the bridge will be provided with one auxil- 
iary foot-lever band brake, located and attached as shown 
on the machinery detai] sheet, and controlled from the 
operator’s house. 

The dimensions of the draw span are shown in the plan 
and elevation. The total length of the bridge and its ap- 
proaches is 1,699 ft. Of this there is a total of 345 ft. of 
masonry at the extreme ends; then there are 180 ft. of 
steel viaduct at one end and 826 ft. at the other. The 
heaviest grade on the approaches is 3.25 per cent. In 
the direction of the greatest traffic the heaviest grade is 
2.96 per cent. 

The foundations of the inside piers (10 and 11.in the 
elevation) are to be on pneumatic caissons. The founda- 
tions of the piers adjoining (9 and 12) are to be on tim- 
ber grillage resting on piles, the foundations to be built in 
open caissons. 

The steel of the superstructure must be open-hearth, 
with less than .05 per cent. of sulphur. If acid steel is 
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now existing is open much more frequently than the new 
bridge will need to be opened, because the new one is high 
enough above water to permit the passage of everything 
but craft with masts. 

Bids for building this bridge complete, foundations and 
superstructure, will be opened at noon, Dec. 5, at the 
office of the Commissioner of Bridges. 


Hall and Taylor Signals in Europe. 


The Continental Hall Signal Company, of Brussels, 
Belgium, now has its block signals (Hall automatic) in 
use on the lines of three different railroad companies on 
the Continent of Europe; and Taylor Electric Interlock- 
ing, which this company also controls for continental 
countries, in two cities; and the prospects seem good for 
considerable further extensions. The automatie block 
signals are on the State Railroads of Belgium, 6 kilo- 
meters; on the Paris, Lyons & Mediterranean, of France, 
52 kilometers; the Metropolitan, of Paris, 15 kilometers; 
and the Southern, of France, 42 kilometers. The signals 
on the last-named road, which are on the line between 
Bordeaux and Langon, have only recently been put up: 
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Fig. 3.—Brake, Newtown Creek Bridge. 


and it is expected that this company will go on and equip 
a total length of 1,200 kilometers. All of these signals 
are enclosed disks. The first electric interlocking was put 
in at Rodange on the Prince Henry Railroad of the Grand 
Duchy of Luxembourg. This is a small plant, but the 
same road has given an order for a large installation at 
Pétange. 

The Hall automatic signals on the P., L. & M. were 
put in two or three years ago, and the road appears 
to have been very cautious about accepting them; but 
the long test which has been made appears to have demon- 
strated to the satisfaction of the railroad people the 
efficiency and value of the signals; and the order given 
by the Southern of France, appears’ to be one of the di- 
rect results of the satisfactory experience with the sig- 
nals first installed. 
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The Continental Hall Signal Company appears to have 
made a good beginning in Europe, in a comparatively 
short time, the corporation having been organized only 
about 3% years ago. Among the directors of the com- 
pany are Mr. Emile Spruyt, General Manager of the 
Prince Henry Railroad; Mr. A. Dubois, President of the 
Pérmanent Commission of the International Railroad 
Congress, and General Manager of the Belgian State 
Railroads; Mr. Charles Cambefort, member of the Comp- 
toir d’escompte (Paris) ; and Messrs. W. P. Hall and W. 
W. Salmon, of this country. The Managing Director is 
Mr. Alfred Neelemans. 


Baldwin-Vanderbilt Ten-Wheel Passenger Locomotives 
—Atchison, Topeka & Santa Fe. 


A description of five oil-burning 10-wheel passenger 
locomotives for the Santa Fe, having Vanderbilt boilers 
and Vauclain compound cylinders, was given in our issue 
of Oct. 4. The locomotives were then being built at the 
Baldwin Locomotive Works, and were quite recently de- 
livered. The road numbers are 498 to 502 inclusive. 

The accompanying illustrations show the erecting 
card; the fire-box in sections and elevation, with special 
adaptation of fire-brick lining for oil-burning; and also 
a modification of the Booth oil injector as applied to these 
locomotives. The boiler is essentially like other Van- 
derbilt boilers we have shown, the only difference worthy 
of note being that there is but one opening cut in the 
bottom of th fire-bex, instead of two as in the coal- 
burning locomotives. The bottom opening into the com- 
bustion chamber is omitted when oil fuel is used. 


° 





The estimated weight is 135,000 lbs., on the driving 
wheels, and 40,000 lbs .on the engine truck; a total weight 
of 175,000 lbs. in working order. All other important 
data is given in the issue of Oct. 4, but the figures there 
given for heating surface and its distribution require 
some revision. We learn that those figures were esti- 
mated on the basis of coal burning with grates 54 in. 
wide in the fire-box. As the complete interior of the 
cylindrical fire-box becomes heating surface when oil 
fuel is used, except for the one opening shown in the 
bottom, the amount of heating surface in the fire-box is 
very materially increased and therefore the total becomes 
correspondingly greater. Calculated on the basis of the 
mean internal diameter of corrugations, the heating sur- 
face in the fire-box is about 177 sq. ft. and the total 
heating surface thus becomes about 2,988 sq. ft. This 
gives a total estimated weight of 58.5 Ibs. per sq. ft. of 
heating surface. 

The illustrations make plain the entire arrangement of 
the fire-box for oil burning, and with the details of oil- 
burning apparatus shown in our last week’s issue there 
is little further description necessary. One very impor- 
tant point to which reference was made last week should 
be further considered in its relation to the Vanderbilt 
fire-box, namely, the extreme care that is required of the 
fireman to avoid burning off staybolt and rivet heads in 
the ordinary firebox. It is apparent that in the clear 


field offered by the cylindrical fire-box much, if not all, of 
such precaution becomes unnecessary. These locomotives 
can probably be forced as much as desired, as long as 
ordinary care is used to set the burners in a way that 
will not concentrate a blow-pipe action on any part of the 
exposed steel. 7 

From reports of experience with the cylindrical fire-box 


in bad-water districts the impression is that the corru- 
gated form, by its action in expansion and contraction, 
has a tendency to disintegrate hard scale deposits on 
the crown, and thus keep the deposit falling and the 
metal free from danger of scorching. This also is a 
distinct advantage in burning oil fuel and it will be 
very interesting to compare the work of engines of the 
same class, but having in one case ordinary fire-boxes 
and in the other Vanderbilt fire-boxes. A nice oppor- 
tunity for such comparison will be had in the working 
of the Southern Pacific moguls of the No. 1,720 and 
No. 1,727 class, oil burners and coal burners respectively, 
recently delivered by the Baldwin Locomotive Works, 
and described in another article in this issue. 
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Short Crops and Earnings. 





It is the fashion this year to say that loss in the corn 
crop will not affect the earnings of railroads because 
business has become more diversified and corn tonnage 
direct and indirect constitutes a smaller percentage of 
the total earnings of Western roads than it did in years 
past. ‘There is truth in this statement. It is 
true also that the growing wealth of the country has 
brought an increased amount of local traffic. The ques- 
tion remains, however, whether these gains, important as 
they are, can offset losses in crops as great as those 
which have occurred this year. , 

The effect has not been felt thus far, because the 
wheat crop was larger this year than last, and wheat 
tonnage comes in the fall. Receipts of spring wheat 
have been larger than they were last year, but receipts 
























































Arrangement of Fire-brick and Burner. 
















“4 


234" 


t——-4 


L2ot 








eo eames | 


a” 
LOr-—---->1 


(548 


4 





4 


° Eee 








Baldwin-Vanderbilt Qil Burning 






































Oil Injector. 
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Passenger Locomotive—Atchison, Topeka & Santa Fe Railway. 
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of winter wheat have indicated the feeding of wheat to 
stock in the absence of corn. ‘Lhe effects of the corn 
movement will not be felt until next year. 

The table following shows the corn production this 





year compared with last, in eight States of large corn 
yield: 

States. Prod. 1901. Prod. 1900. Decreases. 
Iowa ........-+--+ 209,275,000 305,859,948 96,581,945 
Illinois .... 165,856,000 264,176,226 98,320,226 
Kansas .......... 62,564,000 163,870,630 101,306,630 
Missouri 63,882,000 180.710,404 116,528,404 
Nebraska .. 112,969,000 210,430,064 97,461,064 
er a ee 78,230,000 153,200,800 74,970,800 
SE. on 4.60 cereee se 43,428,000 106,890,188 63,162,188 
Texas ; 54,926,000 $1,962,910 27,036,910 

| PS 691,430,000 1, 367, 101, 1 70 675,671, r 70 


Unfortunately, corn is not the only crop which 


shows shrinkage. The total corn crop is estimated to 


show a comparative loss of over 745,000,000 bushels. 
Oats decreased more than 148,000,000 bushels. The 
barley crop loses by comparison over 11,000,000 bushels. 


Wheat is the only great crop showing a large gain, the 
being 177°%4 millions. There is a 
small improvement in hay and a modest gain in buck- 
This is offset in part by a shrinkage in the 
potato crop, the average of which is 59.9, against 78.7 
as the average of 10 years. The table following shows 
the estimated total grain crops this year compare] with 
the yield last year. 


improvement there 


wheat. 








1901. 1900. Changes. 
Corn ....... 1,359,626,000 2 105 »,102, = Dec. 745,476,516 
Wheat «os. 700,000,000 Ly 9,507 Ine. 177,770,495 
Oats 660,756,000 809,12 O89 Dec. 148,369,989 
PARIOW. 2.656 70,631,000 E 33 Dee. 11, rey 
IO «ce theses 23,573,000 23'995,927 Dec. 2,927 
Total 2,814,586,000 3,519,379,770 Dee. 704, 811, 770 


705 million bushels. It 
estimate of 


The total falling off is nearly 
is imposible to give even an approximate 
what the loss of this tonnage means in earnings.——W’all 
Street Journal. 
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Schenectady Compound Consolidation Freight Locomo- 
tives-—Canadian Pacific Railway. 


The American Locomotive Company recently delivered 
Pacific Railway Company some two- 
compound consolidation freight 
locomotives, a description and half-tone illus- 
tration of which are here given. We are indebted to Mr. 
BE. A. Williams, Superintendent of Rolling Stock, for the 
information. 


Canadian 
Schenectady 


to the 
cylinder 
general 


General Description, 


OT nee Teen eee a ie eee ee ee ee S. E. 5 
ee ere ee eee Lo ee eee a 4 ft. 8% in. 
Total weight in working order. ce ccecce ces hOe,Oe IDS. 
W eight ee eee ee eee ees 140,500 Ibs. 


RR ao 66 ein a0 90018 With hse 8 te: Oe Se ae 19,000 Ibs. 

se of tender, loaded. : 1 14, 000 Ibs. 
Total weight of engine and tender. os oe eete,000 Ibs. 
Total w heel a ST See eee 23 ft. 7 in. 
Ricid Wheel DARE. ..... 0s cece sc ces cveeee ccsceees 15.2¢, Bin. 





_ THE RAILROAD > 


Star head lamp; McCord M. C. B. journal boxes; A. 
French & Co.’s springs; Sterlingworth reinforced brake- 
beams, and two No. 10 Gresham & Craven automatic re- 
starting injectors. 





New Passenger Car Shops of the Niles Car & Manufac- 
turing Co. 


The Niles Car & Manufacturing Co. has just com- 
pleted a fine, new passenger car works at Niles, Ohio, 
which occupies 15 acres of ground, and the buildings 


proper have a floor space of seven acres. The plant 
will have a capacity for two cars a day and the ma- 


chinery is practically all installed and ready to run. 
Within a few days 250 men will be put to work on orders 
now booked for steam railroad coaches, and suburban 
and street railroad cars, and additional men will be taken 
on as fast as they are needed. 

As said the shops are at Niles, Ohio, a town on the 
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‘boilers built by the Fred W. Wolf Co., Chicago. 








Vout. XXXIII., No. 48. 


by a rope drive. A Mansfield engine, direct-conneeted 
to a Westinghouse generator, supplies current for the 
lighting system, consisting of 65 Adams & Bagnall arc 
lamps of 2,000 ¢.p. each, and 1,000 incandescent lamps. 
It also furnishes current for the transfer table and other 
electrically-driven machines. The engine room also con- 
tains a large Christensen air compressor which furnishes 
air to all the shops for operating hoisting machinery, 
cranes and pneumatic tools for drilling and boring. All 
the hoists used in the shops were furnished by the Chris- 
tensen Engineering Co. ‘The shops are all heated by 
steam and a complete system of fire protection has been 
installed, supplied by a fire pump in the engine room. 
Modern sanitary arrangements have been _ provided 
throughout the shops. 

The boiler plant consists of a natbias of three 100-h.p. 
The 
piping is so arranged that the boilers can be used sep- 
arately or together. 

The wood mill is 202 x 120 ft. and is two stories high. 
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New Passenger Car Shops of the Niles Car & Manufacturing Co., Niles, Ohio. 


main line of the Erie, and on the Pennsylvania and the 
Baltimore & Ohio railroads, switch tracks from 
three roads running into the works. 
from Cleveland, 72 miles from Pittsburgh and 10 miles 
from Youngstown, so excellent shipping facilities are had. 

The company is organized under the laws of Ohio with 
a capital stock of $200,000, and its officers are: Presi- 
dent, George B. Robbins; Vice-President, A. G. 
Corkle; General Manager, W. C. Allison; Assistant Gen- 
eral Manager and Contracting Agent, George E. Pratt; 
Superintendent of Shops, A. L. Jacobs; Secretary, C. P. 

















Schenectady Compound Consolidation Locomotive—Canadian Pacific Railway. 


Total wheel base, engine and tender............ 48 91 ft. 8 in. 
Simple or compound... 2.2.6... cee eee eee eee eee Compound 
OMEIAED: ox cscsg Say 6 mind bin ish W065 ib wre bial e eS ne Schenectady 
Cylinders ETP lat DT taeda babes and 35 x 28 in. 

on tread. Supnareraracnerene tine eng! in. 


Driving wheels, dia. 
Tr a centers 
axle boxes .... 

“journals (m: lin). .9x11 in. 

leading, interm. and ‘tr: ailing. ‘8% x11 in. 

E ngine truc ‘ BOUPID I, 50 0.5. 60:60. 0:00:56... 8 00:90 410% 6x11 in. 
. wheels, Allan No. 7 steel tired. ..90 in. dia. 

(main), nickel steel. ... .64x 6 in. 
main (side rod), nickel steel. .74 x5 in. 
intermediate, nickel steel. ...5144x 4% in. 
: front and back. scniee we 0 Oye 10. 

Bnmine truck... sccessncccecesevesseccse ‘Swing bolster 


Cast steel 
Cast steel 


Crank-pin journal 











Boiler . Extended wagon-top with wide fire box 
over frames 
Working steam pressure... .... 2c cescesrcesesceces 200 Ibs. 
Dis umeter of boiler at waist, inside...................61 in 
tubes, DONS ois 5-.0.t 04. On ade ee le enon Se 2 in. 
ee ie RIT Ree eee Te ree Te ee 281 
Cee <0 oF angst 6 bebe same winds SoReal 4 ft. 3 in 
Pi fire -box Cawne ees ede s She eos ee wre 9 ft. \% in. 
i arr ee eee et » ft. 53 in 
Depth : .Front, 4 ft. 6% in; back, 5 ft. 24% in 
Radial stays (T aylot ‘iron) bce dek Oh testes feet, a: adase ee NS 14% in. dia. 
Stay-bolts, ee See ee ee Ce 1 in. dia. 
Boiler material (steel).......4 in., 5¢ in., "/ig in. and % in. 
Heating surface, fire OS Sn Le ees Bq. ft. 
a a NT eee ere sq. ft. 
- total .. Ee ees - sq. ft. 
Grate ete 6 GOR ae es A8b08 Haas ee “43.64 sq. ft. 
“type peerenes .Rocking, with dump 

Tender : 

Tank capacity. reer errr rrr rere ee 
Coal Sond eee Rey DATE eS ae tee . 20,000 Ibs. 
Ps nRS TMROROELAD ccc sein aceceidl so re-e eceesar nS abreas maine Steel 
Frame .10-in. steel channel 
NIRS 01s 1b. 4 bo: SRS Aces eR ALS ‘Common sense bolsters 
Axles ey Se ee etre ae -Steel, 5144 x 10 in. 
UOEEE: anew 0 tnnls odes aes SRTS4R O54 KC Cast iron, 33 in. dia. 
Special equipment: Westinghouse-American Com- 
bined brake on engine and tender and for train; 9%-in. 
air pump; Franklin sectional asbestos block boiler lag- 


two Crosby pop safety valves 
United States metallic 
Washburn couplers ; 


ging; Leach sand feed; 


two Detroit sight feed lubricators ; 
packing ; 


tires, Krupp crucible; 


Souder, and Treasurer, William Herbert. Mr. Pratt 
learned his trade at the Taunton Locomotive Works and 
has since been in the motive power and car departments 
of the New York & New England, Fitchburg and West 
Shore roads, and in all has been identified with steam and 
electric railroad business for the past 20 years. Mr. 
Jacobs, Superintendent of Shops, has been connected with 
Pullman, Jackson & Sharp, Kuhlman and other car 
building companies since 1885. 

The offices, machine shop, blacksmith shop, dry room, 
dry kiln, and power house, in the order named, are in 
one row; making a building 202 ft. long. Parallel to this 
are three buildings of equal length; first the wood mill 
and cabinet shop; the erecting shop, and then the fin- 
ishing shop. It will be seen, that the raw material en- 
ters at one side of the works, passes through in regular 
order and the finished cars come out at the opposite side. 

The office building . 92 x 25 ft., and two stories. The 
machine shop is 84 x 25 ft., and is driven by an auxiliary 
engine of 75 h.p., and fully equipped with drills, lathes, 
planers and shapers. Adjoining this is the blacksmith 
84 x 45 ft., containing bulldozers, steam hammers, 
punches and shears. The punches and shears 
the Reade Machine Co., Cleveland, 


shop, 
forges, 


were furnished by 


Ohio. The drying room is 84 x 45 ft. and 500,000 ft. of 
lumber can be piled in this room without crowding. The 
dry kiln is alongside this room and is 92 x 24 ft. The 


kiln has Murphy patented glass sides and 75,000 ft. of 
lumber can be dried in this kiln at a time. The lumber 
storage yards adjoining the’ buildings have a capacity for 
2,000,000 ft. of car lumber and timbers. 

The power plant consists of an engine room 40 x 36 
ft. and a boiler room 60 x 40 ft. The main shop engine 
is a 250-h.p. Corliss engine, built by Hughes & Phillip, 
Newark, N. J., and power is transmitted to the wood mill 


these 
Niles is but 58 miles 


Mc- 


The second story is served by an elevator with a 20 x 8-ft. 
platform, built by Marshall Bros., of Pittsburgh. The 
wood-working tools in this shop were furnished by Green- 
lee Bros. & Co., Chicago, and the American Wood Work- 
ing Machine Co., Chicago. The blower system and ap- 
paratus for collecting and sending the shavings and dust 
to the boiler room were supplied by Arlington & Curtis, 
Saginaw, Mich. In this shop there are two lines of 
shafting running the length of the building and placed 
below the floor so that the shop is practically free from 
overhead belts and shafts. The shafting is equipped 
with roller bearings and the hangers and bearings were 
furnished by the Hyatt Roller Bearing Co., Harrison, 
N. J. Variable speed pulleys used largely in this shop 
were furnished by the Reeves Pulley Co., Columbus, 
Ohio, and the shafting was furnished by the Hill Clutch 
Co., Cleveland, Ohio. A large tool room, well lighted, 
occupies one corner of the first floor and is equipped with 
a new check system. 

On the second floor of the wood mill is a well-lighted 
cabinet shop, 202 x 120 ft.. and adjoining are the varnish 
rooms, 50 x 30 ft.; the head-lining room, 115 x 30 ft.: 
the drafting room, 50 x 25 ft. and the pattern room, 75 
ft. x 2th. 

The erecting shop is 202 ft. 
will hold 26 passenger cars, 89 large suburban cars, or 
G5 ordinary street cars. The erecting shop is connected 
with the finishing shop by an electrically-driven transfer 
table, having a capacity of 200 tons and long enough to 
take an 80-ft. coach. 

The finishing shop is 202 by 130 ft., and like the other 
buildings is well lighted from many windows of factory- 
ribbed glass. In this shop are 24 arc lamps of 2,000 e.p. 
each which are hung on overhead tracks so that they can 
readily be shifted for the purpose of getting additional 
light at any desired point. This shop will hold 24 pas- 
senger cars, 36 large suburban cars or 60 ordinary street 
cars. At the south end of the building is a stock room, 
100 x 25 ft., and also a paint stock room, 50 x 25 ft. An 
air space is provided under the entire floor of this shop, 
2-in. oak flooring being used. 

On one point especially the policy of the company has 
been definitely outlined at the start. It proposes to 
work to the letter of specifications whether they be its 
own, or specifications furnished by railroads. 


long x 180 ft. wide and 


“Vulcan” Steam Shovels. 


The engraving on the next page is from a photograph 
taken at Ainsworth, Iowa, and shows one of four “Vul- 
ean,” 26-ton traction wheel steam shovels, built by the 
Vulcan Iron Works Co., Toledo, O., and owned by the 
Flick & Johnson Construction Co., a large firm of con- 
tractors, of Davenport, Ia. It is shown making a through 
eut on the Chicago, Rock Island & Pacific, handling earth. 
This shovel has made a rather remarkable record for a 
steam shovel of its size and the following is the record 
for four days: 


Monday, Oct. 28. ..819, ie cars i 9 hrs., i 228 cu. yds. 
Tuesday, 0 29 ......8Aa a. 267 
Wednesday, ‘ 30.. - 936, if <. se Y '404 ~ 
Thursday, e 31... 798, cee. ot ae 13190 si 


This is a total of over 5,000 cu. yds. of material in 
3514 hours; an average of over 1,200 cu. yds. in a day of 
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jess than 10 hours. This rate of working is being main- 
tained so that in a month of 26 working days about 
31,000 cu. yds. will be handled. ‘Lhese shovels are only 
guaranteed to handle from 600 to 1,000 cu. yds. of earth 
per day, but on many occasions in ordinary material and 
with a fairly good face of bank, they have handled as 
high as 1,500 cu. yds. per day of 10 hours, loading the 
material in ordinary dymp cars or on ordinary flat cars. 
One of the interesting features of these shovels is that 
they are self-propelling and are mounted on broad tired 
traction wheels so they can be moved easily over ordinary 
roads and grades. The shovels being broad-gage, no 
jack arms are necessary to support them while in opera- 
tion. Another featare is that rails, ties, ete., are not re- 
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be, 5th, East Louisville, Ky., freight of Chesapeake & 
Ohio ran into freight of Louisville & Nashville; four 
trainmen injured. 

be, 5th, 10 p.m., Southern Railway, White Pine, Tenn., 
passenger train No. 16 ran over a misplaced switch and 
into the head of a freight train standing on a side-track. 
One trainman and one tramp were killed and one train- 
man was injured. 

dn, 5th, Philadelphia & Reading, Hummelstown, Pa., a 
freight train was derailed at a derailing switch at the 
approach to a temporary single track and the engine was 
ditched. Ten cars were wrecked and both main tracks 
were blocked. Four trainmen were killed. 

unf, 5th, Southern Railway, Keysville, Ga., passenger 
train broke through a trestle which had been weakened 
by fire and was completely wrecked. The engineman was 
killed and several passengers were injured. 

unf, 5th, Gulf, Colorado & Santa Fe, Garland, Texas, 





A Recent “Vulcan” Steam Shovel. 


quired for a supporting track, thus doing away with con- 
siderable labor and expense. 

This type of shovel is used for all kinds of work, from 
handling loose sand and gravel, to and including iron ore 
and blasted rock. In many instances they have been 
taken apart and carted into out-of-the-way places. Thus 
during the early part of this year four of them were 
knocked down and crated, and shipped to the DeBeers 
Consolidated Mines, Ltd., in South Africa, for use in 
the diamond mines. ‘Two were recently shipped to 
British Guiana for dry gold placer mining. These two 
shovels, as well as those shipped to Africa, were so built 
as to be readily taken apart and put together again. 
At the steamship landing they are unloaded from the 
steamer and hauled back into the interior by horses and 
wagons. ‘ 

These shovels are also being used for many special 
purposes. Tor instance, when equipped with a longer 
dipper stick and special shape dipper they are used for 
digging sewers or main water trenches, and are capable of 
excavating a sewer or main water trench from 5 to 12 ft. 
wide and from 5 to 15 ft. deep. 
dredging purposes by simply removing the traction 
wheels and placing the shovel on board a small boat, and 
when so mounted are said to make excellent small 
dredges. They are also used very extensively in Port- 
land cement plants in removing the over-burden from off 
the rock and handling the rock itself after it has been 
blasted. The Vulcan Iron Works Co. has been building 
steam shovels for something like 80 years. 


Train Accidents in the United States in October. 


be, 1st, 10 p.m., Louisville & Nashville, Hubbara 
Springs, Va., butting collision of eastbound passenger and 
westbound freight; one engineman killed, five passengers 
injured. 

re, 2nd, 10 p.m., Texas & Pacific, Livonia, La., a work 
train ran into the rear of a preceding work train; one 
<_< ee killed and another injured. 

o, 2nd, Grand Rapids & Indiana, McMann’s, Mich., a 
car of lumber in a freight train broke down and five 
tramps riding in the car were injured, one of them fatally. 

re, 4th, 5 a.m.. Northern Pacific, Sturgeon Lake, Minn., 
several cars at the rear of a freight train broke away 
and ran back some distance down grade. A following 
fieight ran into them and the engine and several cars were 
wrecked. aa brakeman was kilied. 


*The Railroad Gazette monthly train accident record is 
now made up in a form somewhat different from that for- 
merly used. Accidents in which injuries are few or slight 
and the money loss is apparently small, will usually be 
omitted from the list. The tabular statement of totals will 
be omitted entirely, as a more complete report of the total 
number of accidents occurring will probably be published by 
the Interstate Commerce Commission. The separation of the 
classes is abandoned, but the classification will be indicated 
by the use of the tollowing 


ABBREVIATIONS. 
re Rear collisions. 
be Butting collisions. 
xe Misce'laneous collisions. 
dr Derailments; defect of roadway. 
eq Derailments; defect of equipment. 
dn Derailments; negligence in operating. 
unf Derailments; unforeseen obstruction. 
unx Derailments ; unexplained. 
) Miscellaneous accidents. 


‘They are also used for , 


freight train drawn by two engines derailed by running 
over a cow; both engines and three cars of cattle wree ked : 
one engineman killed and one fireman injured. 

unx, 5th, Great Northern, Midcanyon, Mont., passenger 
train derailed and engine overturned. ‘lhe engineman was 
killed. 

re, Oth, 4 a.m., Pittsburgh, Cincinnati, Chicago & St. 
Louis, Onward, Ind., rear collision of treight trains dur- 
ing a dense fog; four trainmen killed, two injured. It 
is said that a flag was sent back according to the rule. 

be, Gth, 5 a.m., Pennsylvania road, Sterling Run, Pa., 
butting collision between a passenger train and a freight, 
the latter drawn by two engines, making a bad wreck. 
One engineman was killed and four other trainmen were 
injured. It is said that the collision was due to a mistake 
in a telegraphic order. 

unx, 7th, Seaboard Air Line, Monroe, N. C., freight 
train drawn by two engines was ‘derailed and both engines 
and several cars fell down a bank. One engineman and 
one fireman killed, one trainman injured. 

unx, 7th, Louisville & Nashville, Middlesboro, Ky., 
work train derailed; engineman killed and several other 
employees injured. 

xe, Sth, 2 a.m., New York Central & Hudson River, 
Oriskany, N. Y., an empty engine moving through a cross- 
over track was run into by an eastbound freight train and 
both engines and many cars were wrecked, blocking all 
four main tracks for about seven hours. Tour trainmen 
were killed. It is said that the freight train disregarded a 
block signal set against it. 

be, 9th, 4 a.m., “Baltimore & Ohio, Fairmont, W. Va., 
butting collision of freight trains, wrecking both engines 
and several cars; one engineman was killed and one brake- 
man injured. It is said that an order given to the east- 
bound train was forgotten. 

eq, 9th, Chicago & North Western, Crescent, Iowa, two 
ears of westbound fast mail train No. were derailed 
by. the breaking of the flange of a wheel; three trainmen 
injured. 

re, 10th, Southern Railway, Georgetown, Ind., a freight 
train standing at the station was run into at the rear by 
a following freight and the engine and several cars were 
damaged. <A car of oil in the second train took fire and 
exploded and with 14 other cars was burned up. A brake- 
man was fatally injured, three other trainmen were hurt 
and a man walking near the track was injured, probably 
fatally. 

be, 10th, Chicago Great Western, Lombard, IIl., butting 
collision of freight trains, badly damaging both’ engines 
and 15 cars. Four trainmen were killed and three 
mane, 

10th, Southern Pacific, Hooker, Cal., a work train 
dvs by two engines entering a sidetrack at pretty high 
speed collided with seven loaded freight cars standing 
on the sidetrack and the two engines and 10 cars were 
wrecked. The boiler of one of the locomotives exploded. 
Several employees were injured. 

o, 10th, Philadelphia & Reading, Hopewell, N. J., the 
locomotive of a fast passenger train was damaged by 
the breaking of the main side rod, which was immediately 
followed by the breakage of a rod on the other side of 
the engine. The engineman and fireman were driven 
from the cab by escaping steam, but the conductor, feel- 
ing the shock due to the broken rod striking the ground. 
stopped the train by applying air-brakes from one of 
the cars. 

re, 11th, 1 a.m.. Wabash road, Moulton, Iowa, a fast 
freight train ran into the rear of a preceding passenger 
train, damaging the engine and two passenger cars. A 
sleeping car, a day car and the station building were 
destroyed by fire; engineman and fireman injured. 

re, - 11th, Central of New Jersey, Cranford, N. J., a 
freight train ran into the rear of a preceding freight 
which had been unexpectedly stopped, and the engine and 
several cars were wrecked. tank car containing oil 
took fire and exploded, and, with 11 other cars of oil and 
a freight house, was burned up. There was a dense fog 
at the time. It appears that the trains were running on 
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a track not equipped with block signals. The fireman 
was burned to death. 

re, 11th, Norfolk & Western, Dublin, Va., a freight 
train standing at the station was run into at the rear 
by a following passenger train; engine and several cars 
badly damaged; fireman fatally scalded. 

unf, 11th, Northern Pacific, Dempseys, Mont., a pas- 
senger train was derailed by running against some tim- 
bers which had been piled too near the track, and eight 
passenger cars, well filled, ran off the track. No person 
was seriously "injured. 

dr, 12th, Cleveland, Cincinnati, Chicago & St. Louis, 
Goshen, Ind., northbound passenger train derailed by 
breaking of switchbar; _two passenger cars ditched. 
['wenty passengers were injured, most of them slightly. 

dn, 12th, Pennsylvania Lines, Loveland, Ohio, pas- 
senger train No. 21 was derailed at a misplaced switch, 
and the engineman and fireman were injured, the former 
fatally. 

re, 14th, Boston & Maine, Passumpsic, Vt., a freight 
train ran into the rear of a preceding freight which had 
been stopped with the cabcose on a bridge; and the en- 
gine and caboose were badly damaged. ‘The caboose and 
one loaded freight car were burned up and a passenger 
riding in the caboose was killed. 

be, 14th, Chicago, Milwaukee & St. Paul, Monticello, 
[owa, butting collision between a passenger train and a 
freight, wrecking both engines and several cars. One 
engineman was killed and three passengers and three 
trainmen were injured. It is said that the freight train 
ran past the appointed meeting place. 

xe, 14th, 1 am. Alabama & Vicksburg, Meridian, 
Miss., eastbound passenger train No. 2 collided with a 
freight car standing on the main track, and the engine 
was derailed and overturned. The fireman was killed 
and four other trainmen were injured. 

eq. 15th, Central of New Jersey, Fanwood, N. J., a 
freight train which had difficulty in ascending the grade 
from Fanwood to Westfield was assisted by another 
freight which was following it. The movement of the 
trains being slow a_ third train coupled in_ to 
the rear of the second and an _ engine’ without 
a train was coupled to the rear of the third 
to push. While running in this way the air-brakes 
on the front part of the foremost train were automat- 
ically applied by the bursting of a hose and a number of 
cars were crushed. The engine of the second train 
ran completely through the caboose ahead of it and was 
derailed. Two box cars were crushed near the rear 
end of the second tr: ain, and some distance farther back 
two others were badly damaged. One brakeman jumped 
of and was ‘injured. 

xe, 15th, 11 p.m., Pennsylvania road, West Philadel- 
phia, Pa., collision of freight trains; two brakemen 
killed. 

unx., 15th, Great Northern, Kilva, Mont., passenger 
train No. 4 was derailed and several cars were ditched. 
The engineman was killed and 12 passengers and the 
fireman were injured. the latier fatally. 

xe, 16th, 38 a.m., Pere Marquette, Milford, Mich., coi- 
lision of freight trains at a point where they should 
have met and passed; engine and 10 cars wrecked. 

be, 17th, 11 p.m., St. Louis & San Francisco, Nor 
wood, Mo., butting collision of freight trains, wrecking 
beth engines and severa! cars. One engineamn:was killed 
and one fireman injured. 

be, 18th, 4 a.m., Detroit, Grand Haven & Milwaukee, 
Birmingham, Mich., butting collision of freight trains, 
wrecking both engines and nine cars. Three trainmen 
were killed. The northbound train, becoming stalled on 
a grade, took part of its cars to Pontiac and set them 
off. and then returned for the other part without taking 
suitable precautions to have southbound trains held. 
There was a dense fog at the time. 

be. 18th. 11 p.m., St. Louis, Iron Mountain & South 
ern, DeSoto, Mo.. butting collision between northbound 
passenger train No. 54 and southbound freight No. 79. 
One tramp was killed and three passengers and four 
trainmen injured. 

xe, 19th, Central of Georgia, Wise, Ga., collision be- 
tween a passenger train and a freight; four passengers 
and six trainmen injured. 

dn, 19th, Pennsylvania Lines, Warren, Ohio, passenger 
train No. 203 derailed at a misplaced switch; engine 
wrecked: engineman and fireman injured. 

unf, 20th, 1 a.m., Central of Georgia, Leeds, Ala.. 
freight train drawn by two engines broke through a 
trestle bridge, and both engines, five cars and most of 
the bridge were wrecked. The fireman was killed and 
three trainmen and a tramp were injured, one of the 
trainmen fatally. 

re, 21st. 5 a.m.. Southern Ry., Huntingburg, Ind., rear 
collision of freight trains, wrece king engine, five cars and 
cahoose. Two carloads of coke and several other ears 
were destroyed by fire. 

xe, 21st, Texas & Pacific, Dallas, Texas, eastbound 
passenger train ran over misplaced switch and collided 
with switching engine: two trainmen injured. 

eq, 22nd. Baltimore & Ohio, Ellicott City, Md., freight 
train derailed by broken axle; 28 loaded cars wrecked. 

dn, 22nd, Erie road, Middletown, N. Y., a freight train 
drawn by two engines was derailed and the foremost 
engine was overturned. The 10th to the 14th cars in 
the train, the 24th car and the 54th car were badly daim- 
aged. Two men slightly injured. The train appears to 
have been derailed at a derailing switch. 

unx, 22nd, Oregon Short Line, McCammon, Idaho, 
mail train No. 1 was derailed and the engine and first 
three cars fell down a bank. ‘The engineman and fire- 
man were killed. 

re, 23rd. 5 a.m., Great Northern, Petersburg, N. Dak., 
an empty engine ran into the rear of a preceding pas- 
senger train, badly damaging the engine and the rear 
passenger car. The engineman, fireman and one brake- 
man were killed and one other trainman was injured. 
The rear car of the passenger train was empty. 

be, 23rd, Central of New Jersey, Lakewood, N. J.. 
butting collision between an empty engine and a gravel 
train badly damaged both engines and several cars; one 
employee was injured. 

xe, 23rd, Pittsburgh & Western, Kent, Ohio, collision 
between a freight train and a work train, damaging en- 
gines and several cars. Seven employees were injured, 
two of them fatally. 

dn, 23rd, Baltimore & Ohio, Weston. W. Va., a freight 
train broke through a bridge which was undergoing re- 
pairs, and the engine and three cars of cattle fell 80 ft. 
to the stream below. Of the 50 head of cattle that went 
down only two were killed. It is said that the engine- 
man mistook a stop signal for a caution signal. 

unf, 23rd, New York, New Haven & Hartford, Hol- 
yoke, Mass.. a passenger train was derailed by running 
over a freight car door, and the engine fell into a pond. 
The engineman was injured. 

dn, 24th, Chicago, Burlington & Quincy, Exline. Iowa, 
passenger train No. 1 was derailed on a curve while run- 
ning at full speed, and the engine and all the cars fell 
down a bank: 24 passengers were iniured, one of them 

(Continued on page 828.) 
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EDITORIAL ANNOUNCEMENTS. 





CONTRIBUTIONS—Subscribers and others will ma- 
terially assist us in making our news accurate and com 
plete if they will send us carly information of events 
which take place under their observation, such as 
changes in railroad officers, organizations and changes 
vf companies in their management, particulars as to 
the business of the letting, progress and completion of 
contracts for new works or important improvements 
of old ones, experiments in the construction of roads 
and machinery and railroads, and suggestions as to 
its improvement. Discussion of subjects pertaining tu 
ALL DEPARTMENTS of railroad business by men prac- 
tically acquainted with them are especially desired. 
Officers will oblige us by forwarding early copies of 
notices of meetings, elections, appointments, and espe- 
cially annual reports, some notice of all of which will 
be published, 


ADVERTISEMENT'S—We wish it distinctly understood 
that we will entertain no proposition to publish any- 
thing in this journal for pay, EXCEPT IN THE ADVERTIS- 
ING COLUMNS. We give in our editorial columns OUR 
OWN opinions, and these only, and in our news columns 
present only such matter as we consider interesting 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, finan- 
cial schemes, etc., to our readers, can do so fully in our 
advertising columns, but it is useless to ask us to 
recommend them editorially either for money or in con- 
sideration of advertising patronage. 


The railroad gross earnings for October as com- 
piled by the Chronicle show a gain of 8% million 
dollars, or nearly 12 per cent. as compared with Octo- 
ber, 1900. For the 10 months to the end of October the 
gain in gross is 58% million dollars or 10.3 per cent. 
The increase for the month and for the year is a 
good deal more than in any other recent year. The 
data for the month covered 105 roads, or 106,000 
miles, and for the year 100 roads, or 105,000 miles. 
Obviously the absolute gain would be much greater 
if the total mileage of the country could be reported 
on. The largest gains in amcunt are shown by the 
Great Northern, Northern Pacific, New York Central, 
and Canadian Pacific. Of course, the Pennsylvnia 
and a number of other roads are not included in 
these returns. 





The telephone has unlimited possibilities, and new 
fields of usefulness for it are brought to light every 
day. Last week we had occasion to give a descrip- 
tion of the telephone equipment which was used on 
the royal train provided by the Canadian Pacific Rail- 
way for the Duke of York. A similar installation was 
used on the special train of seven cars which carried 
the directors of the Pennsylvania Railroad on the 
inspection trip which they recently made over their 
road. In this case the telephones were used chiefiy 
for communicating between the president’s car at 
one end of the train and the directors’ car at the 
other. Here, as in Canada, portable transmitter. 
and receivers were used, the persons using them 
holding the instruments in the hand during the con- 
versation, thus practically doing away with the noise 
due to the vibration of the car. An officer of the 
Pennsylvania informs us that the service was en- 
tirely satisfactory. Why should not this use of the 
telephone be developed into a useful, cheap and con- 
venient means of communicating with the engine- 
man of a train? Moreover, telephones on cars can 
be made useful to passengers. There is, we under- 
stand, a steamship, sailing regularly from New York, 
from which communication can be had by telephone 
with any part of the city during the time that the 
vessel lies at the wharf and up to the minute that 
she cuts loose—telephones on the vessel being con- 
nected with the city telephone system. Why should 
not this plan be as adaptable for the convenience of 
railroad passengers as for those crossing the ocean? 
A person starting for Chicago, like one going to 
Europe, in order to guard against possible delay 
may wish to go aboard his conveyance a considerable 
time before the hour of departure; and this being so, 
be might find it very convenient to be able to speak 
to his house or his of8ce during the time spent on the 


train before it starts. The use of the telephone is 
steadily increasing on electric railroads. An officer 
of the Hamilton, Glendale & Cincinnati road states 
that telephone connections are to be put up every 
one-eighth of a mile, throughout the lines of his com 
pany. Every motorman will carry a portable tele- 
phone on his car, and thus, in case of unexpected de- 
lay, he can at any time communicate with headquar- 
ters without walking more than 330 feet. 


Speaking of a certain road in the West, some re- 
porter has said that on its lines wrecks are more nu- 
merous and costly than elsewhere; and the story 
has been repeated times enough to induce some one 
to come to the defense of the road by publishing the 
following comparison of cost of accidents: 


Year Ended June 30, 1901. 


Per 
Per ton-mile 
train-mile. per mile 
Cents. of road. 
fT err re 2.62 $0.1642 
POLLO PROC aici 200s oi vse sams. 5) 2 0.6929 
ER roe eG rn kee 3.10 1.5700 
DTSEONNOR. 5-s:i5.. co a hie sob see oe we 1.32 0.8735 
Chesapeake & Ohio. .....6cccccssre+ B54 0.1098 
oe ei ee 2.02 0.1881 
Chicago & North Western........... 2.45 1.0200 
Bowmtherm BRAUWAY 2.2... cvecsscessssve Geo 2.1800 
Illinois Central ........ > 2.2 0.6633 


The basis of the computation is said to be the aggre- 
gate total expenses for “loss and damage, injury to 
persons, clearing wrecks, etc.” These averages are 
of some interest (provided they cover the same items 
on each road) as showing a comparison, for a single 
year, of an element in the cost of railroad operation 
which every manager tries to keep down to the low- 
est figure that he can; but in the absence of infor- 
mation on this doubtful point and on others, the fig- 
ures are chiefly valuable as a reminder that very 
many of the comparisons that are published from the 
annual reports of different railroads are good for 
nothing at all. In the report of one of the roads 
named in this list the item “clearing wrecks” has the 
suffix “and expenses,” which seems to indicate that 
perhaps the cost of repairs to cars and engines is in- 
cluded; whereas, on the other roads, it is quite likely 
that the cost of repairs or renewals of wrecked 
equipment is not included under this head. It should 
be included, of course, in any exhibit of the cost of 
accidents. The alleged cause for bringing up the 
question at this time is the frequency of collisions or 
derailments, or both; but the expense items in the 
reports which have been quoted from include, no 
doubt, large sums paid to farmers for fire damages 
and killing of cattle; to persons killed or injured 
while crossing tracks, and to passengers and eim- 
ployees where no collision or derailment occurred. 
And, finally, the figures are for the year ending last 
June, whereas the ground of complaint, if there be 
any, is based on occurrences which took place since 
that month. As a defense of any particular com- 
pany against complaints which have to do with any 
particular period of time, the figures would seem to 
be of exceedingly small value. What could be more 
absurd than to include damage to wayfarers injured 
at a crossing in making an average based on ton 
mileage? 


Service Performance of Friction Draft Gear. 





We printed a few weeks ago (October 11, page 701) 


an official report of the performance of certain fric-. 


tion draft gears on the Butte, Anaconda & Pacific 
Railway. For convenience we will summarize again 
the main facts. 

The Butte, Anaconda & Pacific has 520 pressed 
steel ore cars of 50 tons’ capacity. These are fitted 
with the Westinghouse friction draft gear. Of this 
lot only 152 are included in the record published by 
us, the rest of the cars having been put in service 
later than those from which the records were made. 
The record printed by us was for the six months in- 
cluding last April. 

The comparison of performance was between these 
152 Butte, Anaconda & Pacific cars and an unknown 
number of foreign cars (a0-ton pressed steel cars, 
having twin-spring draft gears). All of the cars, 
home and foreign, excepting five of the home cars, 
have six-inch coupler shanks. The five cars ex- 
cepted have five-inch shanks. 

The service is very severe—hauling ore trains of 
50 and 60 loads down grades of 132 ft. and empties 
back, and heavy switching on grades at the ter- 
minals. 

The total car miles made were 94,430 by the for- 
eign cars, and 813,900 by the home cars. The fail- 
ures of draft gears were 90 on the foreign cars and 
three on the home cars; that is to say, for each 
100,000 car miles there were 95.8 draft gear failures 
on the foreign cars and 0.37 on the Butte, Anaconda 


& Pacific cars; or, to carry the comparison further, 
the ratio of failures was as one for the home cars to 
259 for the foreign cars. 

This comparison is really significant, for even the 
smaller car mileage (namely, 94,430) was the per- 
formance of a dozen cars for six months, if we as- 
sume that each foreign car made the same mileage 
as each home car. The enormous difference in draft 
gear failures cannot have been accidental; a con- 
siderable part of it must have been due to the dif- 
ference in the riggings. We are not informed whether 
the couplers proper were of equal strength, but prob- 
ably they were, for jt is specifically stated that the 
couplers of the foreign cars had extra large shanks. 

When we analyze a little further we find that the 
cars with friction draft gears had no broken knuckles 
or yokes, but the three failures were in the couplers. 
Of the failures on foreign cars 35 were of couplers, 
or (on a mileage basis) 100 times as many as on the 
home cars. 

But perhaps the most interesting comparison is 
that of broken knuckles and yokes. Here the fric- 
tion draft gear cars had no failures and the foreign 
cars had 55. This class of failures comes in pulling 
—entirely so far as concerns the yokes, largely so 
far as concerns the knuckles, and this class of fail- 
ures is absent from the record of the foreign draft 
gears, and makes 61 per cent. of the recorded failures 
of the spring draft gears. We have long believed 
that the friction draft gear is bound to reduce very 
materially the pulling stresses. This conclusion was 
reached not alone from consideration of the theory of 
the gear, but also from observation of its perfor- 
mance on heavy trains. 

The record now before us, so far as it goes, con- 
firms that notion in a remarkable way, and the ex- 
perience from which the record was drawn was large 
enough to give it a good deal of weight. If this con- 
ception of the action of the friction draft gear is cor- 
rect, it follows that it will diminish the break-in-twos 
of freight trains, the number of broken knuckles and 
yokes and all those injuries to the various parts 
which come from jerking, in practically the same de- 
gree that it diminishes the injuries due to buffing 
shocks. 

Now another six months has passed and we ought 
soon to get the records for the later period, covering 
even a larger number of cars. We shall look with 
keen interest for that record, and in the meanwhile 
we hope to hear from our spring draft gear friends 
as to the real value of this apparently important 
showing. So far, their explanation and analyses of 
the Butte, Anaconda & Pacific record have not 
reached us. Perhaps they are waiting to see what 
the full year will bring forth, or, perhaps, in these 
busy days they find it more profitable to “saw wood” 
than to debate. 





The Administration of Public Works in Prussia frora 
1890 to 1900, 





Under this title the Prussian Minister of Public 
Works this year issued a summary report of the work 
of his ministry for the last ten years of the century. It 
forms a small quarto (pages 7% x 10% in.) volume of 
340 pages with two folded maps. The text is in large 
print, widely leaded, and is interspersed with numerous 
statistical diagrams; and altogether it looks very little 
like the ordinary “Pub. Doc.” or “Blue Book,” which 
causes a sinking of the heart in the man condemned to 
read it. Prussia has long been famous for the intelli- 
gence, faithfulness, and effectiveness of its several trained 
corps of civil servants. The tendency of such bodies 
is to make records and reports for their own use and 
convenience, and therefore highly technical. This docu- 
ment, however, is evidently aimed at the community 
which the ministry serves, and is a notable example of 
skill in presenting its material, which is looked for rather 
in the journalist than in the administrator. While the 
activities of the state in Prussia extend over many things 
which are left mostly or whoily to private enterprise 
here, it is well worth our while to study its methods of 
administration; for if a much less proportion of the 
business of the community is done by our civil servants, 
it is still important that these should be properly se- 
lected, well trained, and effective in their field of opera- 
tions. We have made so little progress in this direction 
that we need to profit by the experience and example of 
those who have done much and with distinguished suc- 
cess. Moreover, several of our railroad companies have 
reached proportions approaching that of a considerable 
state, and the recruiting and discipline of the armies of 
men in their employ needs regulations not wholly dis- 
similar to those which are effective in a well adminis- 
tered state. 

The service in all departments of the Prussian Public 
Works being open to all, on proof of capacity, a very 
important part of the department is its three examin- 
ing bureaux. in Berlin, Hanover and Aix-la-Chapelle. 
The great and increasing number of candidates has made 
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it necessary to increase the requirements. In the ten 
years, 3,933 candidates took the preliminary examina- 
tions, and 2,694 passed them. But these examinations 
do not qualify the candidate for an appointment, but 
only to serve on probation, usually for years, when the 
final examination decides whether they shall become 
regular and permanent officials. In the 10 years, from 
1890 to 1900, 2,128 candidates took this final examina- 
tion, and 1,780 passed it, aside from 106 candidates ad- 
mitted to the department of marine engineering. In the 
first year, 1890, 111 were examined and 91 passed; in 
1899, 310 were examined and 252 passed. In the latter 
year 92 of the candidates were in architecture and 109 
each in civil and mechanical engineering. A further 
elimination of the less fit is made by a second chief 
examination, for which in the ten years there were 1,049 
candidates, of whom 939 passed, 137 in the last year. 

The efficiency of the public service in Prussia, which, 
taken all in all, is perhaps the greatest ever attained in 
any government, is due in great measure to the method 
adopted in recruiting it—preliminary examinations be- 
fore admission to be candidates even for regular appoint- 
ment, service on probation, often for long periods, after- 
wards, and further examinations for permanent ap- 
pointment, and for promotions. The method is similar to 
that followed in the German army, which is more gen- 
erally known, where the incapable and unfit are merci- 
lessly weeded out before they can reach high grades, and 
the average man will scarcely pass the rank of major. 

The portion of the report covering the State Railroads 
is made more summary than the rest, because a full 
report of the work of every year of this department has 
been Jaid before parliament. Such a summary as is 
here given, however, covering a series of 10 years, though 
included in about 80 pages, which, excluding maps and 
diagrams, would probably make less than 12 of the Rail- 
road Gazette, is more impressive and effective than the 
whole 10 stately volumes of the annual reports, not only 
because it brings the matter within reasonable limits, 
but because it shows the course of things as no compar- 
ison of one year with the previous vear can do; and in 
this case the facts are presented by statistical diagrams, 
which ought to make the subject plain to a primary class 
in school—or an average member of the legislature. In 
the case of a state railroad system this is a matter of 
very great importance, for the legislature is the ulti- 
mate master of the administrator; and considering the 
almost infinite variety of things concerning which legis- 
latures have to take action, it is simply impossible that 
any one member can have in himself the knowledge 
requisite for a correct judgment in more than a very 
small fraction of the subjects on which he legislates. 
Happy the country whose legislators have the capacity 
to judge soundly, when experts have presented the facts 
in the clearest and simplest way. 

We subjoin a few statements from the part of the 
report relating to railroads. This ministry now works, 
by agreement, the Hessian as well as the Prussian rail- 
roads, 18,861 miles in all in 1900, 2,668 miles of which 
have been built since 1890. The passenger car stock has 
been increased 55 per cent., meanwhile, and the freight car 
stock 511% per cent.; but as the capacity of the cars has 
been increased, their aggregate capacity is 88 per cent. 
greater than in 1890. Meanwhile, the number of loco- 
motives has increased but 36% per cent., the new ones 
being much more powerful than the old ones. In 1890, 
79 per cent. of the track was steel; in 1900 96 per cent. 
The standard rail has been increased from 65 to 82 lbs. 
per yard, though down to 1900 only 1,454 miles of track 
had been laid with the heavier section. The standard 
eross-tie has been made 8 ft. 10 in. long instead of 8 ft. 
3 in. The quality of ballast has been improved, and 
better methods of preserving ties have been introduced, 
which make it possible to use qualities of native timber 
heretofore unavailable. The renewals of track on main 
line have been about 4 per cent. yearly. The number of 
stations has been increased from 3,667 to 5,323, 
making one to 3.55 miles of road in 1900. 
The increase in number, however, bears no compar- 
ison to the improvement by rebuilding, etc., of old sta- 
tions. Very nearly $100,000,000 has been spent on sta- 
tions and terminals in the 10 years. In each of 19 places 
more than a million dollars has been spent under this 
head; in Hamburg alone nearly $9,000,000. 

Great improvements have been made in work shops, 
and about $4,000,000 has been expended for new ones. 
Nearly all are provided with electrical power and light- 
ing and all have dining rooms, wash rooms and bath 
rooms for the workmen; and great care has been taken 
to select the most effective machine tools. In these 
shops 45,828 men were employed in 1899, which is 23 
per cent. more than in 1890. 


The Lesser French Railroads. 


Most French railroad statistics which we see are con- 
fined to the systems of the six great companies and the 
State system; while a considerable number of other rail- 
roads, of local interest, and the street railroads, both in 
cities and in the country, are not reported, or at least 
not reported with the great railroads. But there has 
been a good deal of construction of these local lines, and 
latterly their securities have fallen greatly in the market; 
which is perhaps the occasion of a recent government 
statistical report, which divides these railroads into 
seven classes. The first of these includes local lines 


with a government guarantee of interest. In 1900 2,083 
miles of such roads were in operation, being an increase 
of 81 miles over 1900. They had cost about $23,000 per 
mile, and their net earnings averaged but $167 per mile, 
their working expenses having been 86 per cent. of their 
receipts. The second class includes local railroads with- 
out interest guarantee, of which there were 756 miles in 
1900, which had cost on the average about $56,700 a mile. 
Their average gross earnings were $38.485, and their 
average net earnings $1,043 per mile. 

In the third class are street railroads with government 
guarantee of interest, for both passenger and freight 
traffic. ‘There were 1,363 miles of these in 1900, costing 
$16,200 per mile. The working expenses of these were 
94 per cent. of the receipts in 1900, against 89 per cent. 
the year before, and the net earnings in the later year 
were only $54 per mile. Street railroads for freight and 
passenger traffic not guaranteed, the fourth class, make 
a total of 367 miles, which had cost $29,000 a mile. They 
earned $3,435 per mile gross and $939 net. In 1899 they 
earned $1,246 net per mile. A fifth class includes street 
railroads carrying baggage and mails, as well as pas- 
sengers, but not ordinary freight. The 212 miles of these 
in 1900 had cost $91,570 per mile and earned $7,309 per 
mile gross and $792 net. In 1899 the net per mile was 
$1,296. The sixth class includes street (city) railroads 
for passenger traffic only in the department of the Seine, 
that is, Paris and its suburbs. The 187 miles of these in 
1900 had cost $155,640 per mile, and earned $29,327 
gross, and $5,865 net per mile. The seventh and last 
class includes street railroads in the rest of France for 
passengers only. The 483 miles of these in 1900 had cost 
$82,775 per mile, and earned $11,625 gross and $3,122 
net per mile. 

Perhaps the most notable fact here is that there are 
but 882 miles of city railroads proper in all France, and 
to make this we must include the railroads carrying bag- 
gage and mails, as well as passengers. The country rail- 
roads laid on the highways (third and fourth classes) 
are notable for their small and decreasing returns, those 
guaranteed netting but $54 per mile. The ordinary local 
railroads also have a very thin traffic. That those guar- 
anteed should be so much worse than the unguaranteed 
lines is explainable by the fact that the lines promising 
a good profit get built without a government guarantee. 

The aggregate length of the lines included in the report 
was 5,451 miles in 1900. Of these only 2,839 miles would 
be included with steam railroads in this country, the 
others being city and country “trolley” lines, though 
some may be using steam as motive power. 





October Accidents. 


We publish in another column of this issue a con 
densed record of the principal train accidents which oc- 
curred in the United States in the month of October. 
The record contains accounts of 43 collisions, 26 de: 
railments and 4 other accidents. Those which were 
most serious or which are of special interest by reason of 
their causes or attending circumstances occurred as fol- 
lows: 
5th—Hummelstown, Pa. 
Sth—Keysville, Ga. 
6th—Onward, Ind. 
6th—Sterling Run, Pa. 
Sth—Oriskany, N. Y. 
10th—Georgetown, Ind. 
11th—Cranford, N. J. 29th—Lexington, N 
14th—Passumpsiec, Vt. 20th—Washington, Pa. 

The reader will observe that some of these cases are 
emphasized here chiefly because of the fire that accom- 
panied the collision or derailment, none of the other cir- 
cumstances of the accident being out of the ordinary. The 
only fatal accident to a passenger that we discover is that 


15th—Fanwood, N. J. 

18th—Birmingham, Mich. 

20th—Leeds, Ala. 

21st— Huntingburg, Ind. 

24th—ITxline, Ia. 

28th—Munroe Falls, O. 
a’. 


which occurred at Passumpsic, Vt., and that passenger 


was on a freight train. 

“Mistakes in orders,” failure to observe signals and 
neglect of plain time-table rules figure prominently, as 
usual; the most marked cases of this kind being Oriskany, 
Birmingham, Lexington and Washington. 


The number of electric car accidents reported in the 
newspapers in October was 29, in which 8 persons were 
killed and 69 injured, several of the latter being reported 
as fatally injured. The worst accident in this list was 
a butting collision on an electric road, at Sherman, near 
Los Angeles, Cal., between a lemon train and a work 
train, in which four employees were killed and seven in- 
jured. The lemon train was running wown grade, and it 
completely crushed the work train motor, which was a 
light one. One collision of street cars at Salem, Mass., 
is reported as due to the failure of a brake chain. <A 
butting collision near Norristown, Pa., injuring both 
motormen, occurred on a line where, according to the 
newspaper report, “the cars are run by a system of block 
signals ;” but “owing to the dense fog, one of the motor- 
men thought he had a clean track” and started from Riv- 
erside just before the other car approached. 





It is announced that the Oceanic Steamship Company. 
owned by Spreckels & Company, of San Francisco, has 
received the contract from the British government for the 
regular transportation of the mails from Australia to 


San Francisco. This is a result of the quick time (82- 


days) recently made with a large shipment of mail from 
Sydney to London over this route, and by the Southern 


Pacific, the Union Pacific, the Chicago, Burlington & 
Quincy, the Lake Shore & Michigan Southern, and the 
New York Central railroads to New York, and thence 
by Liverpool! steamship. A second shipment of this kiud 
passed through New York, Nov. 9, which was expected 
to reach London in even less time than the first one 
(which was reported in the Railroad Gazette, Sept. 27). 
t is said that the Oceanic Steamship Company also has 
a eertract for bringing to San Francisco mails from 
Tahiti, the chief 'rench port in the western Pacific. The 
popularity given to this line by the quick trips which 
have been made with the mails will, no doubt, result in 
increasing the passenger travel between [Europe and 
Australia through the United States. Mr. Danicls, of the 
New York Central, says, in an interview: 

“I think the passenger traffic is sure to come this way. 
There are two inducements; one is, of course, the time 
gained: the other is that by taking this new route they 
will travel almost entirely in a temperate zone while on 
the other trip, through the Suez Canal, it was one con- 
tinuous swelter. This new line of steamers takes a course 
due north from Sydney until Honolulu is reached and 
in the meantime the equator has been crossed. From 
H{cnolulu on the temperature is fine. I do not need to 
tell you what the trip through this country is as regards 
climate. Australians live in and enjoy a temperate at- 
mosphere. That awful torrid trip to London by way of 
the Suez Canal has had a tendency to retard traffic. while 
this new route will promote it.” 


The agreement to discontinue exchange passes after 
Dec. 31 has been concurred in by nearly all of the lines 
east of Chicago and St. Louis, so that its effect will not 
be limited to the territory east of Buffalo and Pittsburgh, 
as was at first announced. It is announced that the rail- 
roads will not provide for any reduction in rates to take 
the place of the exchange passes, as was contemplated by 
some. All representatives of railroads traveling on the 
lines of other roads will pay tariff fares. Traveling agents 
will probably confine their operations to the territory im- 
mediately adjacent to their own roads more closely than 
heretofore. ‘The news of this freeze-out has created a 
nuild degree of consternation in a good many places, if we 
may credit the reporters’ tales. Their inquiries do not 
elicit anything which seems likely to soften the stroke. 
A Philadelphia paper reports a railroad officer as saying : 
“When Mr. Cassatt wants to go in his private car over 
the Reading, the Lehigh Valley or any other line but the 
Pennsylvania he will be obliged, under the resolution he 
helped pass, to pay eighteen fares, just the same as a 
private individual chartering a Pullman sleeper or a 
special car. The new order will undoubtediy shorten the 
vacation trips of railroad clerks and employees, who have 
heretofore traveled on trip passes. ‘They will be obliged 
to pay their fares or confine their excursions to their own 
companies’ lines.” 


The Court of Appeals of the State of New York has 
affirmed the decision of the lower court that the “Anti- 
Ticket Scalping Law” now on the statute books is un- 
constitutional. The Court of Appeals, like the lower 
courts, bases its present opinion chiefly or wholly on 
the fact that the former law on the same subject (1897) 
was declared unconstitutional. The present case is that 
against Fleischmann, of Buffalo. The defendes of the 
present law claim that the unconstitutional features of 
the former law have in the present one been eliminated 
but it appears that this view did not prevail with the 
highest court. In connection with the Anti-Scalping Law 
it is also to be noted that the Delaware, Lackawanna & 
Western was unsuccessful in its application for a re- 
hearing of the case in which, at Buffalo, it was denied 
an injunction against a ticket broker who had violated 
the law. On the application for injunction the court 
would not listen to the railroad company because, as 
alleged, the company was itself a law breaker, being a 
party to an agreement to regulate passenger rates. The 
railroad company, and all the other roads interested, 
denied being parties to any unlawful agreement or com- 
bination; but the court reiterates its decision not to 
accept this defense. 


The decrease in the orders for rolling stock in Austria 
and Hungary reminds one of the conditions in this coun- 
try in the last half of 1893. One car works in Austria” 
has discharged 300 out of its 1,200 employees; in the 
Hungarian State Railroad shops the reduction in the 
force is reported to be from 5,000 to 1,000; and even 
if we assume the last number to be a misprint for 4,000, 
the sudden discharge of so many men can only be calam- 
itous. Schlick’s great foundry and machine shops in 
Hungary have discharged 1,500 out of 3,000 men; and 
out of 8,000 men recently engaged in car building in 
Hungary, only 3,000 have work now. The private works 
clamor for the State Railroads to give out contracts for 
rolling stock, which is not likely to be needed for some 
time, and they complain of the competition of the State 
Railroad shops. : 


The depression in industry in Germany is now strongly 
indicated by a falling off in railroad earnings. In Sep- 
tember the aggregate earnings per mile of all railroads in 
the Empire decreased about 6 per cent. The report in- 
cludes 27,587 miles of railroad, and their net earnings per 
mile were $1,255 last September, against $1,340 the year 
before. 
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Train Accidents in the United States in October. 





from page 825.) 
three trainmen were injured, one of them fa 
tally. It is said that repairs on the track were in pro- 
gress and that a caution flag had been sent out, but 
that it was disregarded by the engineman. 

dn, 25th, Toledo, St. Louis & Western, Maumee, Ohio, 
a locomotive of a freight train was derailed at a draw- 
bridge which was not exactly in place, and fell into a 
canal. ‘The engineman was injured. ‘There appears to 
have been a mistake in hand signaling. 

0, 25th, Wabash road, Boody, IIl., the locomotive of a 
freight train was wrecked by the explosion of its boiler 
and six cars were derailed and ditched. The fireman 
and one brakeman were killed and the engineman was 
injured. 

be, 26th, Wabash road, Thornburg, Ind., buttin gcol- 
lision between a passenger train and a freight, badly 
damaging both engines and several cars. ‘There was a 
dense fog at the time. One passenger was injured. The 
freight train was wrongfully running on the time of the 
passenger train. 

be, 26th, New York & Long Branch, Long Branch, 
N. J., butting collision between a passenger train and a 
switching engine; four trainmen injured. 

xe, 27th, 9 p.m., New York, New Haven & Hartford, 
Westfield, Mass., collision between a freight train and 
a switching train; one fireman killed. 

unx, 20th, Great Northern, Bemidji, Minn., a freight 
train was derailed and 17 cars were wrecked; four 
tramps were killed. 

re, 28th, Pittsburgh & Western, Munroe Falls, Ohio, 
a freight train which had been unexpectedly stopped 
was run into at the rear by the following freight, and the 
engine, caboose, and two freight cars were wrecked. The 
wreck took fire and was mostly burned up. A brakeman 
was killed. 

re, 29th, Chicago, Burlington & Quincy, Creston, 
lowa, freight train ran into rear of preceding freight ; 
two brakemen injured. 
be, 29th, 2 a.m., Southern Railway, Lexington, N. C., 
the second section of train No. 72, carrying horses be- 
show, collided with freight train No. 75, 
10 cars were wrecked. About 90 


(Continued 
fatally ; 


longing to a 
and both engines and 


horses were killed. It is said that the engineman of 
the freight misread a telegraphic order. The train- 
master, riding on one of the engines, and one fireman, 


were injured, 

xe, 29th, 11 p.m., Pennsylvania road, Allegheny, Pa., 
a switching engine left unattended was started by some 
unauthorized person and ran some distance on the main 
track. It ran into two box cars, which took fire and 
were burned up; and the engine fell down a high bank. 

unf, 29th, Denver & Rio Grande, Walsenburg, Colo., 
freight train derailed by running over cattle; engine and 
eight cars derailed; two trainmen injured. 
o, 29th, Illinois Central, Chicago, Ill., the locomotive 
of a switching freight train was badly damaged by the 
explosion of its boiler; two trainmen injured. 

re, 80th, Boston & Maine, Ashburnham, Mass., rear 
collision of freight trains; two engines and three cars 
wrecked; most of the wreck burnt up. 

be, 30th, Baltimore & Ohio, Washington, Pa., butting 
collision between a passenger train and an empty engine, 
badly damaging both engines. Three employees were 
killed and nine were injured. The empty engine car- 
ried 10 employees, from the yard, going to the wreck of 
a freight train, which had occurred a short’ time before ; 
victims were from among these men. 
It appears that the engine had been started for the 
wreck on the assumption that the passenger train, 
which was known to be due, would be unable to get past 
the wreck. 

xe, 50th, 
Grimesville, N, 
No. 3 broke in 


and most of the 


2 aun. New York Central & Hudson River, 
. a freight train running on track 
two, and the rear portion ran into the 
forward one, derailing several cars, which fell upon 
track No. 2. <A> passenger train on this track came 
along. a moment afterward, and was derailed by the 
wreck, two passenger cars being overturned in the ditch. 
The engineman of the passenger train, and one passenger 
were the only persons injured. 
unx, BOth, 5 a.m. St. Louis & San Francisco, Jones- 
derailed, engine and five cars 


boro, Ark., freight train 
wrecked: 1 brakeman killed. oy cass 
xe, Bist. 1 a.m.. Baltimore & Ohio, Jayvenn, W. Va.. 


collision of freight trains during a dense fog; three en- 

eines ditched: one brakeman fatally injured. 
xe, Bist, S p.m. Vandalia Line, Judsen, Ind., several 
train 


cars broke away from the rear end of a freight 
ascending a steep grade, and ran back some distance, 
finally colliding with a freight train and making a bad 
wreck. One brakeman and one fireman were killed. 
unx, 3ist, Wayeross Air Line, Douglas, Ga., a pas- 
senger train was derailed and the passenger car was 


overturned and fell down a bank; several passengers 
were injured. 

unx, Bist, Chicago Great Western, Fairbank, Towa, a 
freight train broke through a bridge and the caboose and 
two cars fell about 15 ft. to the stream below. A drover 
was killed and two trainmen were injured. It is said 
that the bridge was broken down by the wheels of a de- 
railed car. 

xe, Bist. St. Louis Southwestern, Malakoff, Texas, a 
freight train broke in two and the rear portion afterward 
ran into the forward one, derailing several cars. This 
occurred on the bridge over Trinity River and eight 
londed cars fell through and were wrecked. The wreck 
took fire and, with a portion of the bridge, was burned up. 


NEW PUBLICATIONS. 


Diseases of Forest Trees. By Hermann von 
Schrenk, instructor in the Shaw School of Botany, 
St. Lonis. Mo. Reprinted from the Year Book of De- 
partment of Agriculture, 1500, 

Dr. Von Sehrenk’s paper shows clearly by descriptions 


Fungous 


and by photo-engravings the forms of decay in standing 
trees. due to the different kinds of fungus growth. It is 
understandable. It is one of the few 


elementary and 
which have a direct 


scientific studies of this subject 
value to the timber inspector, lumberman or forest owner, 
and are within his easy comprehension. In this respect 
it is like the work of Mr. P. II. Dudley (see the Rail- 
read Gazette, March 8 1901, page 163). One instance of 
this direct value is the identification of those forms of de- 
structive fungi which cause decay in standing trees only, 
and which end their work when the tree is felled. Ob- 
viously much serviceable lumber can be saved by prompt 


cutting of such doomed trees. <A part of this superficial 


knowledge is not new to skilled lumbermen, but an in- 
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spection of any lumbered region shows how often and at 
what cost their experienced eyes are deceived by a lack 
of knowing the elementary facts which Dr. von Schrenk 
makes plain. This is one of the slighter values of this 
scientific study. The really important ends to be aimed at 
are the prevention of the spread of fungus diseases in 
standing trees and the preservation of the timber after 
it is cut. The diagnosis is the first step and this step has 
been well taken by Dr. von Schrenk. 


The Indicator Handbook, Part II. By Charles N. Pick- 
worth, Whitworth Scholar, Editor of the Mechanical 
World. Cloth, 12mo., 182 pages, 148 engravings. 
Manchester and London: Emmott & Co. New York: 
D. Van Nostrand Co. 1901. Price, $1.50. 

Part I of this work, a review of which we gave on page 

516, volume of 1898, described the construction and ap- 

plication of the indicator. Part II, the concluding vol- 

ume, is given to analysis of indicator diagrams, power 
calculation and kindred things. The effect of defective 
valve gear on steam distribution is discussed, with other 
matters, in Chapter III. Compound engine diagrams and 
methods of combining them are given in the following 

Diagrams from gas engines, air compressors, 

air and water pumps, and ammonia compressors are 

carefully considered. Chapter VII is given to various 
methods and instruments used in calculating diagrams. 

It is a careful and well arranged work and will be found 

its field. 


section. 


useful within 


TRADE CATALOGUES. 


Belt Conveyors.—The Robins Conveying Belt Com- 
pany, 17 Park Row, New York, have just issued a new 
catalogue describing their belt conveying machinery. 
There are 72 pages, with 76 half-tone illustrations of 
typical installations, and many other illustrations of de- 
tails and arrangements of the conveying system. Among 
the illustrations showing conveyor service are some from 
photographs of boiler-houses, coal and stone breakers, 
concrete mixers, mine equipment, dock work and many 
A notice of the preliminary catalogue of the 

(July 19, p. 520) described briefly the ap- 


others. 
company 
paratus. 


Adlake.—The Adams & Westlake Company (Chicago, 
Ill.; 26 Cortlandt street, New York; 2042 N. Tenth 
street, Philadelphia) issue under date of Aug. 1, 1901, a 
quarto volume of 1,024 pages, showing by illustration an 
immense line of metal trimmings and lamps for railroad 
cars and steamships, of lanterns, headlights, signals lamps 
and other fixtures and appliances; another volume is used 
for the illustration of street-car trimmings. In this new 
catalogue three pages are given to illustrations of special 
fixtures for car lighting by acetylene gas. The volume 
contains not only the most popular of the old designs of 
fixtures, but many new designs not shown in the latest 
preceding catalogue. It covers the leading patterns of 
the Stewart & Matson Mfg. Co., of Philadelphia, to 
whose business Adams & Westlake succeeded in 1899. Of 
course, it would be quite impracticable to attempt to go 
into any detail of the description of the contents of a 
volume so comprehensive. 

A quarto pamphlet of 82 pages is also issued by the 
general price list, to accompany the 
catalogue of 1901; and with the names and illustrations 
in the large volume will be found references to the 
proper pages of the pamphlet price list. 


company, being a 


Dry Kilus—The B. F. Sturtevant Co.’s catalogue No. 
114 illustrates and describes their steam hot blast heating 
and drying apparatus and dry kilns. Complete equipment, 
including fans and engines, is shown in various types. The 
steam trap and water return apparatus is fully considered 
and the process of drying is broadly treated on general 
principles, with particular attention given to drying lum- 
Apartment and tower kilns are shown and also some 


ber. 
The “progres- 


interesting special designs of other kilns. 
sive” kilns are especially worthy of notice. 


Drill Presses—The Knecht Brothers Co., Cincinnati, 
O., have issued a little circular in which the Knecht 
Friction Sensitive Drill Press is illustrated and described. 
These are a few of the advantages of the press: The 
driving parts are two simple cones and a friction roller ; 
the speed of the spindle can be changed instantly without 
stopping the machine or shifting the belt; power to the 
drill spindle is quickly and easily regulated by tension. 
There are graduations for speed and depth of drill shown 
on the machine. The testimonials are high; the machine 
will be sent on trial for 30 days. 


The Railroad Supply Co., Chicago, has issued a new cat- 
alogue, 6 x 9 in., describing the “Priest” snow flanger. The 
flanger is attached to the engine truck between the front 
truck wheels and the pilot, so it does not rise and fall 
by the movements of the locomotive on its springs. As 
the knives are set 1 in. above the rails, torpedoes are 
not interfered with. The knife proper is attached by 
bolts to the wings, so in case of accident the knife only 
is injured. The flanger is operated by an air cylinder 
controlled from the cab. It is said that this device is 
in use on more than 380 railroads. 


The Union Electric Semaphore Signal is the title-of 
Bulletin No. 6. which has just been issued by the Union 
Switch & Signal Company, Swissvale, Pa. The pamphlet 
one, describing the company’s latest de- 
Photo- 


is a handsome 
sign of motor style B in considerable detail. 


graphic illustrations are given of the separate parts, which 
are numbered as in the company’s large catalogue, so that 
an order, either for new signals or for repairs, can be 
given by reference to plate and number. The commutator 
of the motor is covered by a glass shield which com- 
pletely overcomes the troubles usually due to frost and 
dust. Views are given of the various styles of sema- 
phores with iron posts and of the different ‘arrange- 
ments used in putting up bracket signals. A diagram is 
given illustrating the wiring of the instruments and sig- 
nals used with the “polarized track circuit system.” 


TECHNICAL. 
Manufacturing and Business. 
The Handy Car Equipment Co., Chicago, on Dec. 1, 
will move its office from Room 1525 to Room 890, Old 
Colony Building. 

The Pintsch System of car and buoy lighting has re- 
ceived gold medals and the highest awards for excellence 
and efficiency at the World’s Fairs at Moscow, Vienna, 
St. Petersburg, London, Berlin, Paris, Chicago, Atlanta, 
and now at the Pan-American Exposition at Buffalo. 

Mr. E. G. Fisher, well known among railroad supply 
men, las been appointed General Sales Agent of the 
Pyle National Electric Headlight Co., with headquar- 
ters in the Monadnock Building, Chicago. 

J. J. Noland, formerly Secretary to Mr. Frank How- 
ard, of the Wabash shops at Toledo, Ohio, has been ap- 
pointed General Sales Agent for C. B. Hutchins & Sons, 
manufacturers of metal and plastic freight car roofs, of 
Detroit, Mich., vice S. D. Anderson resigned. Mr. 
Noland’s headquarters will be at No. 827 Monadnock 
Block, Chicago, Il. . 

Arthur T. Herr & Co. have opened offices in the 
quitable Building, Denver, Colo., and will handle rail- 
road, mining and manufacturers supplies. The company 
will represent: The Sargent Co.; Railway Appliances 
Co.; Weber Railway Joint Mfg. Co.; Aurora Metal Co., 
and the Washburn Coupler Co. For several years past 
Mr. Herr has been connected with The Sargent Co. 

The Bucyrus Company, South Milwaukee, Wis., are 
making the dredges which will be used by Major Sears, 
Corps of Engineers, U. 8. A., in dredging the harbor at 
Manila, Philippine Islands. 

George H. Goodell, who recently resigned as Mechan- 
ical Engineer of the Northern Pacific Railway, has been 
appointed Assistant Chief Engineer of the Pressed Steel 
Car Company, at Allegheny, Pa. 

Col. Melville Sawyer, who was for many years Secre- 
tary of the Missouri Car & Foundry Company, died re- 
cently at the Highland Springs Sanatorium, in Nashua. 

The Ordnance Bureau has let a contract to the Mid- 
vale Steel Co. for seven 12-in. disappearing gun carriages, 
tu cost about $40,000 each. 


Iron and Steel. 
Rt. S. Henderson, who has been operating the Wheat- 
land Rolling Mill, at Wheatland, Pa., as trustee, has 
resigned. 

Plans are reported under way for a consolidation of the 
New Haven Iron & Steel Co., of New Haven, Conn., with 
the Susquehanna Iron & Steel Co. The former company 
has recently started up two new mills. 

The Sharon Steel Co. has awarded the contract to the 
Fischer Foundry & Machine Co., of Pittsburgh, fox its 
pipe mill equipment, with the exception of the thread- 
ing and tapping machines, the latter being furnished by 
Brown & Zortman, also of Pittsburgh. The pipe mill 
equipment includes six furnaces. 

The Jessop Steel Co., the English Company that is 
building a steel plant at Washington, Pa., was char- 
tered Nov. 238, with a capital of $250,000. Four of the 
incorporators are William Jessop, Sydney Jessop, Rob- 
inson and Herbert Hughes, all of Sheffield, England. 

The United States Drawn Steel Co., of Buffalo, N. Y., 
tells us that they are considering removing from their 
present location in Buffalo to some point nearer to the 
centers of iron and steel production, and are considering 
several sites. 

The Sterling Iron Works, Springfield, Mo., has been 
incorporated to do a general foundry and machine busi- 
ness. An addition will be built to the plant of the 
Springfield Stove Works, recently bought, and new ma- 
chinery installed? H. ©. Mosher is President. 


The “Iron Car.” 

The Superintendent of Transportation of the Lehigh 
Valley Railroad has issued an order saying that: “After 
Nov. 15, 1901, this company will refuse to accept for 
movement over its lines, cars constructed with iron pipe 
as sills, and castings for end sills.” This must be pretty 
near the end of the old iron ear which made a good deal 
of stir a few years ago. \ 


Handling Coal. 

The Committee on Buildings of the American Railway 
Engineering & Maintenance of Way Association desires 
information in regard to recent practice in the construc- 
tion of coaling appliances, and also requests information 
as to the cost of handling coal for this purpose. The 
questions sent out are: 

1. Do you use coal chutes (if so, what style)? 

2. Is coal handled by derricks or by inclined tracks to be 


put into chutes? 
3. Or is it unloaded directly from cars into tenders? 


4. Or what method do you employ? 
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5. What kind of storage is used for coal—covered or un- 
covered? 

6. What amounts of coal are stored? 

7. What facilities for handling stored coal are provided? 

8. What is cost of moving by hand (or by machinery) * 

9. What is the total quantity of coal handled at any giv en 
station per year (or per month)? 

10. What is the total cost of handling coal per year (or 
per month)? 

11. Please give the divisions of this cost, so far as is pos- 
sible, into the several elements of cost. 

Send replies to L. C. Fritch, 1562 Monadnock Block, 


Chicago, Il. 


New Carnegie Steel Records. 


During the month of October the Homestead, Edgar 
Thomson and Duquesne Steel Works and the Upper and 
Lower Union Mill of the Carnegie Steel Company estab- 
lished new production records, the steel output reaching 
348,971 tons for the month, which is at the rate of 
4,127,652 tons of ingots per year. The output of rolled 
and forged product was 403,061 tons for the month, equal 
to an annual output of 4,836,732 tons. Compared with 
the tetal Bessemer and open-hearth ingot production of 
the United States for 1900, the October rate of output 
of the Carnegie works would exceed 40 per cent. It is 
probable that this enormous make of steel will be con- 
tinually increased. The mills making new records, com- 
pared with the best previous records, are as follows: 
Edgar Thomson Steel Works. 
Old records. New records. 





Products. Gross tons. Gross tons. 
DORM 5 rrsca 2 lara en cigh eels anenagare 75,059 82,255 
Bpepl SHRGIAMc. g)<c5 6c so citce sleeve ctoalantd sate 63,573 67,236 

Duquesne Steel Works. 
DOGSCMCY INSOtS = 865 oso ccc cee cuecs . 53,189 55,521 
Gpen Hearth IMPOts 62.68. ease 38,314 40,431 
1G. and 2t inch} mills... <0 60<ss 48,077 51,930 
Homestead Steel Works. 
MIGGROMOR NGOS. siccccsick en neice. vies 39,600 40,954 
Open hearth ingots, No. 2.......... 39,851 40,6133 
Open hearth ingots, No. 3......... 64,588 65,269 
CT RMONE FAME aro) 5:5 3a0 bua org 03.050) or6 cbse acar's 25,937 26,254 
10-inch mill. Rac enc ehe ss 2.786 3,138 
33-inch cogging SENT Rear rai eae 17,801 18,017 
33-inch finishing mill.............. 8,299 9,015 
BUPINO TRE o ook tps ce devs ence ue eens 17,590 20,045 
SENG TRIE oso~ dee sw.ciss bec oKeoee 15,610 17,537 
SERIE, OIE cas iascs grace ohare tiara) aco oma ove 24,106 25/199 
30-inch slabbing mill.............. 26,696 27,970 
TOSI. PIALS THN, 6.6.5.0: 6:s.0cc.n oie aie 12,626 12,629 
42-inch universal plate mill........ 8,228 9,161 
Upper Union Mills. 
NE WO Ss io fos So eeG es Reeets 2,408 2,84 
PIO TIRED <a. 6 6: 9's akc! cake a tidle 6 4,673 4,773 
pe eee rar ae 4,462 5,784 
Plate mill No. 1 Pee 5,334 5,966 
WIGte We ING: Beeccs cise cencaecss 3,761 3,926 


Lower Union Mulls. 
F2-INEH, WW ccc scvewes essucvccees 2,178 2,429 
Tron Age. 
Baldwin Locomotives for Bavaria. 
“The General Management of the Bavarian State Rail- 
roads bought two express locomotives from the Baldwin 
Locomotive Works in Philadelphia, which are built after 
the Vanelain system and have been nearly three-quarters 
of a year in service. The difference between these loco- 
motives and the German locomotives consists mainly in 
that they have three cylinders, one above the other, on 
each side, which are cast in one piece with the valve 
chamber and saddle; otherwise, the American engines 
show the greatest simplicity, and the operation is very 
little different from that of any other locomotive. Since 
their introduction, the operation of the steam and the 
capacity of the locomotives have been carefully observed, 
and the result of these experiments is thoroughly satis- 
factory. The Munich Allgemeine Zeitung announces that 
the general management has secured the Vauclain patent, 
which is being followed with some improvements, in the 
construction of locomotives, of which one is being built 
by each of the firms of Krause & Co., and Maffei. These 
locomotives are already in process of construction and it 
depends on their capacity and durability whether more 
will be ordered. The price of the Bavarian locomotives 
exceeds that of the American by about 20,000 marks 
($5,000).” The foregoing translation from the National 
Zeitung, Berlin, is not quite satisfying technically, but 
we ave informed that the commercial features of it are 
correct. 
Proposals for Building a Dam. 
State Superintendent of Public Works John N. Part- 
ridge, Albany, N. Y., will receive bids, until Dec. 5, for 
building a dam on Beaver Point, near Stillwater, in the 
town of Webb, Herkimer County. The work to be fin- 
ished by Nov. 1, 1902: 


To Consolidate Pneumatic Tool Companies. 
A consolidation of the Chicago Pneumatic Tool Co., 
the Boyer Machine Co., of Detroit; the Franklin Air 
Compressor Co., and the Tate-Howard Co., of Man- 
chester, England, is reported under way, but at the time 
of going to press the particulars had not been given out. 


Meeting of B. & O. Officers. 
Last week about 200 officers of the Baltimore & Ohio 
Railroad were gathered at Cumberland, Md., the nominal 
oceasion being a sort of railroad forestry congress. We 
suspect, however, that the strongest motive in the mind 
of the President when he asked his officers to assemble 
was that they might see each other and get acquainted 
and exchange some ideas. The reader will remember that 
this policy was extensively and systematically carried 
out on the Pennsylvania Lines West of Pittsburgh with 
important results. However that may be, the gentlemen 
assembled at Cumberland listened to talks by Dr. Her- 
mann von Schrenk, Director of the Shaw School of Bot- 
any, at St. Louis; and Mr. Gilford Pinchot, Chief of the 
Division of Forestry. The Baltimore & Ohio has a 
great amount of timber Jand and the question arises 


whether it shall be sold or scientifically worked for the 
profit of ‘the road. Closely related to this subject is the 
whole art of the treatment and use of ties and other 
timber. 

Air-Brake Cars at Nashville. 
Air-brake cars cut out coming into Nashville Yard, Oc- 
tober, 1901. 


Blowing At CERAUBE. oi sewers tec ceteec en ge secs cee 89 
BROWNE BE. VOUE DORE en o6.cic 6c ccc es celle comer esseses Ke 
Triple valve needed cleaning..........-.-+--+-++--+++ 71 
Triple piston packing rings worn out and broken....... 3 
Works emergency, service application. . wetdee ae 
Triple WENGE BAUS TAO We OU oo oe ins cnccie we es ane 11 
Check valve case gasket blown out.............--+08- 38 
MURIOR VEIN, TOUMEIDS 6.654 fo de tiecct smite kc cwes enw ees 35 
ee, WMI OIE gic.e da aoid.gidie dscrew. cass eelas sain’ 2 
Brake cylinder piston packing worn out.............. 9 
NiMIOE LOMMIEMRC Sold cco Canad aad ee HESS Wha cdwceadwne 61 
PE OE ee re Te er eee 9 
aerate SPENCE III a cnn a. ccaltrs 8: le wate Faidine cada eo wtelne 1 
Gee SG EE CON COIN oe os 5 aie oso os He sis 82 b- 
PR COME GERI cas nce ates denise uses ae dea 3 
INOS Soc dans a Gacagrcs eedau wet eie «Gace ae ee are 30 
irae Pisa GUC OF OLR. o6.ic eines ecccice ces eeans 37 
AM oe a irae tee ha ee ae EER Ee CRORE eee ees 467 
Cars leaving Nashville with brakes cut out............ 102 
CARIBE haa ord oo ca eo aad Sow bee say terdne-was 365 
Air-brake cars cut out leaving Nashville Yard, Oc- 
tober, 1901. 
Number of air-brake cars forwarded...............--. 8,882 
Number: Of ais-Drake cara Oy Wa c 6c cdc ce civitcccwnccenes 8,780 
Be CEE OE Ge 6 6 6 ode bbe ede eeaseworssccwes 102 
Average serviceable air-brake cars per train.......... 16.2 
Of the 102 cars cut out, there were 
Blowing at exhaust... .. 0.220. se ccs essence ere cesececs 38 
Blowing at vemt port. New York. .....2.csccccsccsess 1 
Check valve case gasket blown out...........-.-.+.-- 2 
Triple piston packing ring broken.................... 1 
Weetemee, WElGe: MONI o.oo ce ce csten es Seca ese teees 2 
AUSTIGEG WORGEVOIE CLOCEOOS 6 5 << o.o5 6 e,8e cece icceses 1 
Tube in auxiliary reservoir bursted................... 2. 
Brake cylinder gasket blown out.................+..- 1 
es os xs CSUR ER HEREC RK Aa eR OR ees 1 
RET Sars oaks ccc akeakee esha Sndeacwene ges 3 
a te NO ores, 6.0 c caeis dans Me neaneassomes owl 32 
MET WIRE Soa oranne wind Os Ga dee 40a gw od oid oe alte ate oe 22 
BGKe Fissine OCE CF OIGGR « <55 5 ceca sedsisieneceecuens 17 
TROD eS aie Av MaSbee Wee Nea a Dee T A EON cen mate 102 


Of the 102 cars cut out, 68 belong to railroad com- 
panies, 34 to private car lines. Of the air-brake cars 
forwarded, 7,407 were equipped with apparatus of the 
Westinghouse Air Brake Co., 1,450 with apparatus of 
the New York Air Brake Co., 17 with apparatus of the 
Landsberger Air Brake, 4 with apparatus of the Boyden 
Air Brake, 4 with apparatus of the Crane Air Brake. 


THE SCRAP HEAP. 





Notes. 

The Baltimore & Ohio will hereafter pay trainmen 
extra by the hour after 10 hours’ work each day or trip. 
Heretofore overtime has not been paid until after 12 
hours. 

According to local newspapers a stretch of track on 
the Providence Division of the New York. New Haven 
& Hartford, near Sharon Hill, Mass., is ballasted with 
clean pebbles, somewhat larger than walnuts. 

The Denver & Rio Grande has issued orders to com 
plete the equipment of all passenger train cars and en- 
gines for continuous steam heating: and it is expected 
that the work will be finished within two months. 

At Omaha recently the State Game Warden seize] 
some quail which he found in a dining car, the posses- 
sion of such birds, which have been killed in that State, 
being contrary to law. The custodian of the dining 
car claimed that the birds had been killed in Iowa. 

A Boston paper announces that the third-rail electric 
motors of the New York, New Haven & Hartford, run- 
ning between Cohasset, Mass., and Braintree, also the line 
between Nantasket Junction and Hull, will not be oper- 
ated this winter. An order has been sent out by the 
general superintendent notifying employees of the com- 
pany whose work is on the motor trains, that locomotives 
will be used exclusively. Electric propulsion will be put 
in operation again, however, next spring for the summer 


traffic. ‘> 


Traffic Notes. 


It is announced that dining cars are to be introduced on 
the fast trains of the Missouri Pacific and Iron Mountain 
lines within a few weeks. Six dining cars are now being 
built at the Pullman works. 

Efforts to induce the Canadian Pacific to withdraw the 
low colonization rates to the Canadian Northwest now in 
effect have been unsuccessful although nearly all of the 
roads in the Western Passenger Association made the re- 
quest. ‘ 

A reduction of $4.50 is announced in the through pas- 
senger rate from St. Paul to New York by way of Chi- 
cago, the action being based on an application by the 
Michigan Central for the reduction in through rates to 
meet the $25 rate made by the “Soo” line. 

The United States Supreme Court has handed down an 
opinion in the case of Dinsmore against the Southern 
Express Company, which involved the requirement of the 
express conipany that shippers should themselves affix 
the revenue stamp on bills of lading. Mr. Dinsmore, be- 
ing a stockholder in the express company, brought suit 
to enjoin the company. The Circuit Court of Appeals 
decided against him. Justice Harlan’s opinion affirmed 
that of the Circuit Court, largely on the ground that at 
the last session Congress had repealed the stamp tax on 
bills of lading issued by express companies. 

A press despatch from Washington says that Senator 
Elkins, of West Virginia, intends to have a conference 
with President Roosevelt before Congress convenes about 
a revision of the Interstate Commerce law. “By the re- 
tirement of Senator Cullom from the head of the Inter- 
state Commerce Committee of the Senate, Senator El- 
kins will become chairman. If he is chairman he says it 
is his intention to prepare a measure which will be alike 
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acceptable to the railroads and the Interstate Commerce 
Commission.” 

The Southern Railway now runs a passenger train 
through each way between Washington and the South by 
way of Richmond and Charlotte. Between Washington 
and Richmond these trains run over the Washington 
Southern and the Richmond, Fredericksburg & Potomac, 
in which lines the Southern now owns an interest. The 
new trains have through sleeping cars between New York 
and Jacksonville. The full complement of passenger 
trains over the Southern Railway proper, by way of 
Charlottesville and Lynchburg, is continued in service. 

The Southern Railway Company announces that the 
ray of its special winter train between New York and 

Au; zustine, hitherto the New York and Florida Lim- 
fea will, in the future, be called “The Southern Palm 
Limited.” 

The. Produce Exchange of New York city has asked 
the Governor of the State to recommend legislation to 
prevent alleged freight discrimination between Buffalo 
and New York city. A committee stated to the Gov- 
ernor that the rates discriminate against the port of New 
York in shipments from Buffalo and that the trade of 
New York suffers in consequence. ‘The Governor's at- 
tention was called to alleged discriminations in freight 
rates in favor of Phil: idelphia, Baltimore and other cities, 
especially in grain rates, and asked him to recommend to 
the legislature that the State Railroad Commission be 
armed with power to enforce its decisions when its mem- 
bers hold that a railroad is unjustly treating shippers. 
Specific cases were mentioned: in one case there was a 
difference of one cent a bushel in favor of Philadelphia. 

A committee representing the State Commerce Con- 
vention, held in Buffalo about a month ago, headed by 
John D. Kernan, presented to Governor Ode I] resolutions 
passed by the convention in favor of the construction by 
the State of New York of a 1,000-ton barge canal. The 
Governor was informed that the steel canal boats which 
have been running from Cleveland through Lake Wrie to 
Buffalo and then on to New York, would be withdrawn 
from the canal service and possibly broken up because the 
owners say they cannot profitably navigate a 6-foot canal 
with them. 

The Street Railroads of Paris. 

The opening of the Paris underground railroad—ot 
something else—seems to have had a disastrous effect on 
the other transportation enterprises of that city. Until 
very lately there was little street railroad in Paris, but 
an omnibus system, worked by a single company, which 
with transfers, covered the whole city, and was perhaps 
the most complete and efficient omnibus system the world 
has ever seen. On the eve of the 1900 World’s Fair 
not only was the Metropolitan (underground) railroad 
built, bat a considerable extension of street car lines 
was made. It seems that a great deal of water was 
injected into the stock of most of the new enterprises. 
and naturally they have made short work of a large part 
of the omnibus traflic, which is hardly a twentieth cen- 
tury institution. The nig tg as interpreted on the Paris 
stock exchange, is seen by the quotations for shares in 
October this year and last. Omnibus Co. shares have fallen 
from 1,660 frances to 780; Thomson-Houston Co. from 
1,290 to 814: other tramway companies from 730 to 500, 
from 355 to 250, from 474 to 147, and from 590 to 345. 
On the other hand. Metropolitan (underground) shares 
have risen from 533 to 574, and Parisian Electric from 
2952 to 261. Doubtless several of the street railroad 
companies whose shares have fallen so greatly are yield- 
ing good interest on the capital actually invested in 
them, and the Omnibus Co. shane worth 1,660 last year 
and 780 this, are 500 frane shares: but this does not 
mitigate the fall to those who bought last year. 


Better French Railroad Service. 

All but one of the six great railroads of France have 
their main terminus in Paris. The result has been that 
there is frequent and direct communication between Paris 
and nearly every other place in France, but usually no 
through train between towns on different systems, making 
it, frequently, easier to go by way of Paris when the two 
places were less distant from each other than from Paris. 
The Minister of Public Works a year ago, appealed to 
the railroad companies to remedy this state of things by 
putting on through trains between important places on 
different systems; as, aside from other reasons, the move- 
ment through Paris had become unduly great. Since then 
through trains have been put on to Lille, near the Bel- 
gian border, and Havre. 190 miles. by way of Rouen; 
passing north of Paris, between Lille and Dijon by way 
of Reims, 311 miles, passing east of Paris: between 
Nantes and Poitiers, 126 miles: between Bordeaux and 
Marseilles, 422 miles; and between Calais and Basel, 
437 miles. 


The Working Staff of Bavarian Railroads. 

The Bavarian State Railroads seem to be pretty fully 
officered. There were 3,595 miles worked in 1900, and 
under the general management there were no less than 
10 subordinate managements, not to speak of 11 railroad 
construction divisions, four general shops, three general 
material depots, and two tie-preserving plants. Attached 
to the 10 subordinate managements were 45 engineering 
divisions and 271 roadmaster sections, and 28 repair 
shops. The total number of employees was 49,110 = 1537/, 
per mile of road: and their average pay, including every- 
thing expended for their comfort, $337 per year. The 
average direct pay of track hands was $175 per year; of 
shop hands, $267; of the highest class of permanently 
appointed emplovees (1,634 in number), including all 
officers, $922. The allowances, expenditures for com- 
fort. pensions, ete., for the whole body of employees 
amounted to nearly 12 per cent. of the direct wages. 


Railroad Material for Chile. 

The Chilean Senate has passed a law by which the 
administration has at its disposal 11,150,000 pesos 
($4,069.750). to be drawn within four vears, for the pur- 
chase of engines and cars; also, for the building or en- 
largement of repair shops, as well as for the mainten- 
ance of the railroad lines, the bridges, and other parts 
of the government railroad. 3y this Jaw the Chilean 
government is not bound to buy its supplies entirely 
from within the country. 


Rapid Transit in New York. 

Mr. John B. McDonald, contractor for the Rapid 
Transit road in New York, has received from Abram §. 
Hewitt a replica in bronze of the gold medal which was 
recently presented to Mr. Hewitt by the Chamber of 
Commerce in recognition of his services in obtaining 
rapid transit for the city. Mr. Hewitt’s gift was accom- 
panied by the following letter: 

“As the contractor for the rapid transit system, T am 
sure you will be glad to have a renlica in bronze of the 
gold medal presented to me by the Chamber of Commerce, 
You are fortunate in having your name connected with 
this great enterprise, and you have secured the admira- 








830 





THE RAILROAD GAZETTE 


Vor. XXXIII., No. 48. 








a 


tion of all good judges for the extraordinary energy and 
skill with which you have prosecuted your work.” Mr. 
McDonald, in acknowledging the receipt said: “I 
am grateful to you for the replica of the gold medal 
presented to you by the Chamber of Commerce, and still 
more grateful for your kind words which accompany 
your gift. Commendation from you is high honor, and if 
I shall be able to earn for my practical work some faint 
reflection of the well merited public esteem for your 
great services in the cause of rapid transit, I shall be 
amply repaid for my labors.” 


Dithyramb Dick On the Bridge. 


The New York Sun has been naving columns of fun 
recently with the Poet of Pilduzer Park. Unconsciously 
pilduzerized itself, the Sun recently pilduzed about a 
trolley trip to Brooklyn, at the evening rush hour, as 
follows: 

“The purport and purpose of the Bridge itself are forgot 
ten. The grinding roar of its thousand vehicles strikes a 
key In unison with the romantic dusk. The hurrying crowds 
have ceased to be mere hungry Brooklynites. tired with a long 
commercial day, and passively lend themselves to the imagin 
ation of the beholder. They think the ihoughts of five cen- 
turies gone, and whatever their language, it is not the Eng 
lish of to-day. As the tranced watcher catches in the half 
light, now a steel cordage of the Bridge, now the gothic curve 
of an enormous arch, it is a gigantic ship, or a vast cathedral. 
and the roar of motor machinery is the sound of the wind 
through the rigging, or of an organ mightier than any that 
ever breathed over kneeling multitudes. Beyond the dim 
gray majesty of the gothic tower stretches the vast East 
Side of the city, along the waterfront glowing with great 
splashes of light inland suffused with. mingled gloom and 
brightness and punctuated with brilliant sparks. <A _ wild 
and momentarily glooming sky, suggestive in its dim aspect 
of its neighbor, the vast sea, spreads over all. Dimly seen 
through the palpable dusk that hovers over the river to the 
northward is the ribbed and slatted ghost of the great Bridge, 
whose spectral towers and dim-seen cordage give the last 
touch of unreality to the scene, and seem to set the seal of 
authenticity upon the wildest conjectures of imagination.” 


Courageous Trainmen Rewarded. 


Acting in behalf of the board of directors of the Penn- 
sylvania Railroad, Superintendent Robert Pitcairn, in the 
parlors of the Logan Ilouse, at Altoona, one day last 
week, rewarded three trainmen for personal bravery and 
heroism while in the discharge of their duty. They were 
Engineer William Black and Conductor James T. Sundy, 
who were each presented with a voucher for $200, and 
Engineer John Riley, who received a voucher for $500 and 
a gold watch and chain valued at $400. 

The incident for which Black and Sundy were rewarded 
occurred Feb. 26 of this year. An engineer and fireman 
stepped off their engine on the main line at Southwest 
Junction, and in some way the engine started and ran 
away at terrific speed toward Manor. The train despatech- 
er telegraphed ahead for some one to stop the runaway. 
Engineer Black and Conductor Sundy, who were at Man- 
or, started west on their engine, met the runaway, and 
stopped it without accident and before it had done any 
damage. 

Engineer John Riley's feat was more daring than that 
of the other two men. On May 26 a train of 56 ears 
got away from control while going down the mountain 
from Gallitzin to Altoona. Riley was about 10 miles 
ahead on the track with a light engine and he was noti- 
fied by the operator at Gallitzin to get out of the way of 
the runaway train. Instead of obeying the order he made 
his fireman get off and ran boldly ahead to meet the run- 
away. As soon as he sighted it he reversed and tried to 
gauge the speed of his engine to that of the runaway 
train, but was unable to do so fully. His engine re- 
ceived a hard bump, but not enough to derail it. The 
other engineer, who had been unable before to reverse, 
was enabled to do so, and the two engineers succeeded 
in stopping the train. 

The presentation was made by Mr. Pitcairn in the 
presence of General Manager Hutchinson, General Super- 
intendent J. M. Wallis, General Superintendent of Mo- 
tive Power W. W. Atterbury, and others.—Pittsburgh 
Post. 

The last named incident was reported in the Railroad 
Gazette, July 12, p. 498. 


Life In a Pure Democracy. 

Lincoln, Neb. Noy. 15.—The Union s’acific Railroad 
Company is just now struggling with a series of de- 
mands on it to maintain schools. In many of the far 
Western counties, in the sparsely settled cattle country, 
the tracks of the company run for miles with no human 
habitation in sight. WKeith county is one of these. From 
the coffers of the company comes 96 per cent. of the rev- 
enue of one school district. Three families live therein. 
The average daily attendance at school is nine pupils. 
Yet the district has two schoolhouses and two teachers. 
At one schoolhouse five pupils are enrolled, at the other 
four. At a meeting of the voters of the district the other 
day it was ordered that another schoolhouse be built and 
another tencher employed, the present buildings being so 
situated that it is a hardship for the members of one 
family to send their children so far. To meet the ex- 
pense of a new building it has been decided to vote bonds, 
whereat the company balks. It has appealed to State 
Superintendent Fowler to stop the imposition. One of 
the two schoolhouses is now occupied as the permanent 
habitation of a family. The wife’ teaches the school, 
whose pupils are her own children, at a liberal salary, and 
the railroad company foots the bill. 

The company has also entered a protest against what 
it calls the extravagance of another set of district school 
officers in Cheyenne county, out near the Colorado line. 
This school is also taught by the wife of one of the .vot- 
ers and the company has been objecting to the size of the 
annual coal bills, holding that 20 tons of fuel could hard- 
ly be consumed in one schoolhouse stove in the course of 
a winter. The company is preparing to appeal to the 
courts.—New York Sun. 


Perhaps the Cat Is Dead. 

“A cat was the cause of a great deal of trouble to the 
International Traction Company and the Niagara Falls 
Power Company last night. Puss climbed a trolley pole 
on the Buffalo and Lockport electric railroad at Hoff- 
man, a small hamlet west of this citv, and tried to walk 
on a feed wire. Hler tail touched the parallel wire that 
earried the current back to Niagara Falls. There was a 
flash that could be seen for miles as the 24,000 volts of 
electricity passed through her body. Puss was burned to 
a crisp. Her charred body fell across both wires and 
didn’t drop to the ground. This short-circuited the cur 
rent and caused a fuse at the Niagara Falls power house 
to be burned out. The power was immediately cut off 


from all the lines running out of the power house. It 
was two hours before the cause of the trouble was located 
and the charred remains of the cat removed from the 
wire. In the meantime almost all the electric railways 
and street lighting plants in Western New York were 
without power.” At least so says a Lockport despatch. 
Thie is the same cat that has yearly ridden tbe rim of the 


flywheel, without turning a hair. “She” is now appar- 
ently “so well done that she is brown in spots.” 


Coal to Belgium. 

The United States Consul at Liege writes: “The time 
is ripe for a general move on the part of the United 
States coal exporters. I believe there is a fine opening. 
The poorer qualities of steam coal sell here at from $2.30 
to $2.50 per ton, and medium grades at from $2.60 to 
$3; furnace coal,- from $2.80 to $3, and coke at from 
$2.50 to $2.80. These prices are at the mines. This 
condition of the coal trade has led Mr. Auguste Petit, a 
leading coal merchant of Verviers, Belgium, with connec- 
tions at Brussels and Antwerp, to investigate the feas- 
ibility of importing American coal. He thinks it can be 
profitably done, and he informed me he would sail for the 
United States about the Ist of November. He is desir- 
ous of meeting coal producers interested in the export 
trade. His address will be the Astor House, New York 
City, after about Nov. 10, 1901.” 





Potomac River Improvement. 

Since the beginning of the improvement of the Potomac 
River in 1882 the total amount of material dredged 
from the channels and deposited on the flats is about 11,- 
174,770 cu. yds. The total amount dredged from the 
channels and deposited on the flats during the last fiscal 
year was 28,163 cu. yds. It is estimated that $200,000 
will be necessary for this work during the fiscal year 
ending June 30, 1903, and the total amount estimated as 
required to complete the work under the present plan is 
$594.020. The area of land reclaimed bv these operations 
is 621.12 acres. By act of March 3, 1897. this land was 
declared a public park under the name of Potomac Park. 


A Railroad to the Euphrates. 

A French company which was negotiating for a char- 
ter for a railroad from Damascus to the Euphrates, some 
400 miles, has secured one for 117 miles of the route, has 
located the line, and began work about Sent. 1. The 
locomotives have been ordered in Vienna; all other ma- 
terials are to come from France. Turkey seems to be 
providing materials for a very pretty international com- 
plication hy its railroad concessions. In the northeast 
of Asia Minor Russia has privileges which it insists are 
exclusive. This French project will be comparatively a 
near neighbor of the German Bagdad project. England, 
which would probably use a railroad from the Mediter- 
ranean to the Persian Gulf many times more than all 
other countries put together, seems content to let other 
countries build one. 


Another Russian Railroad. 

Still another long line of railroad is projected in 
Russia; and as the announcement that it will be begun 
was made immediately after the Czar’s return from 
France. it is supposed that ways and means were pro- 
vided during his visit to that country. This line will 
extend from a point on the St. Petersburg-Moscow Rail- 
road in a southwesterlv direction to a junction not far 
from Warsaw, and will be of capital strategical impor- 
tance, as increasing the facilities for concentrating an 
army on the western frontier of the Empire, in which 
tussia is now far behind its neighbor on that frontier. 
Rut as the existing railroads in that direction are ahout 
90 miles apart, the new line (Bologoje-Polozk-Sjellez) 
ought to find abundant traffic to support it. 


Electric Railroads in Saxony. 

The traffic on the electric street railroads of Saxony 
has increased about 400 per cent. since 1896—taking 
into account the number of persons carried, the number 
of cars, and the capacity of the motors—and 150 per 
cent. so far as the length of the roads is concerned. The 
length amounts to 356.33 kilometers (221.4 miles). The 
number of motor cars at the disposal of all the railroads 
amounted at the end of 1900 to 844 without and 184 
with accumulators, and 403 trailers. There were 147,- 
345.690 persons carried in 1900, and the number of ac- 
cidents amounted to 338, 


Electric Railroads in Italy. 

The electrical equipment on the railroad from Milan 
to Varese, in Italy, was opened for public traffic Oct. 14, 
hut without any change in the regular locomotive trains 
for the present. Seven electric trains, of two eight- 
wheeled cars each, are run each way daily. making the 
37 miles in an even hour, with one stop. Each car has 
seats for 24 first-class and 49 third-class passengers, and 
there is standing room on the platforms for 11 more. 
Those now running carry no baggage. The present 
method of operation is expected to last a month, when 
cars with baggage compartments will be put on, the 
locomotive trains withdrawn, and_ probably a consider- 
able reduction of fares will be made. This line is but a 
short distance from the still longer line on the east shore 
of Lake Como, which the Budapest firm of Ganz & Co. 
have been electrifying. 

The Traffic at the Soo. 

The following is a partial report of lake commerce 
through the canals at Sault Ste. Marie. Michigan and 
Ontario, for the month of October, 1901. 





East-Bound. Total. 
Grain, BUGHCIB. «<:<:0:6:0/0:05 050 v0 peeieeaieinte- eset eterae 3,758.519 
Flour, barrels .......+--e++0- re oe 1,277,737 
Iron ore, net tons.......... 0-9 wb 'e@ eth les +6 so/0008 Cpeporete 
Lumber, M. ft. B. M.... 2.2 Ceca See ve lee yw os ‘ 160,408 
Wheat, bushels .....ccscessccces aieon Seusmiere ae eae 9,362,647 
Passengers, number ......+++++ ee 2,483 
West-Bound. Total. 
Coal, hard, net tons.......... Pave eaten’ pete ore 127.359 
CGkt Ott, MOE. LORS... 2s caccun se nseseecse ses.ccen. | ee 
Manufactured iron, net tomS. ......cccceess cece 30,884 
BNE RT OCIS: nos 5 55 wise ols Bis arelvsieeis'e Saw eee eae 49,219 
Getieres MGS, MCt TOMB. « .:oi6.005 ee ccccans Cals wees 68,551 
Passengers, number . ... 02.6. c cece veces ers 2,356 
Freight :— 2 
East-bound, net tons... 3,518,200 
West-bound, net tons. . 656,345 
Total) Tesignt,. met: GONE. 665.55 oes Siw ee ces cee 4,174,545 
Vessel passages, number. ...........-2ee-ee->: 2,860 


Registered tonnage, net tons..... es ie 


A Bit of Historic Track at Purdue. 

Through the co-operation of the mechanical and the en- 
gineering departments of the New York Central & Hud- 
son River Railroad, Purdue University is in receipt of an 
exhibit of primitive railroad track. It consists of ma- 
terials which were exposed in the course of recent exca 
vations on the line of the old Mohawk & Hudson. Not 
withstanding the fact that the track had been so long 
covered that everybody connected with the road appears 
to have entirely forgotten its existence, it was found to 
be in a fair state of preservation. The exhibit consists 
of stone sleepers, stringers and rails, and altogether 
weighs 2,700 Ibe. This section of primitive track from 
the state of New York will supplement an exhibit of the 
so-called “bull-rail’” track, representing a somewhat later 


date, taken from the Central of Georgia, and deposited 
with Purdue University through the courtesy of Mr. 
Theo. D. Kline, General Superintendent of that road. 


Union Station at Washington. 

The report of the Engineer Department of the District 
of Columbia for the fiscal year ending June 30 last, was 
published last week. Keferring to the steam railroads, 
the report mentions the bills passed by Congress last 
session ior new terminals at Washington and says that 
plans for part of the work have been submitted to the 
Commissioners and approved by them. The changed re- 
lations hetween the Vennsylvania and Baltimore & Ohio 
roads seems to bring within reach a Union station for all 
steam railroads entering the city. Tne only site sugge;ted 
by the Pennsylvania Railroad as satisfactory is the site 
of the present Baltimore & Ohio passenger station. If 
this is used the present tracks and station of the Penn- 
sylvania could be removed from tiie Mall, and such re- 
moval has long been desired. ‘The plan suggested is to 
connect the Baltimore & Ohio line on Delaware avenue 
with the Pennsylvania tracks on Virginia avenue by 
means of a double-track tunnel from the ground just 
north of C. street N. E., thence along the line of First 
street, east to B street South, curvin, into Virginia ave- 
nue near Ist street West. This would permit a through 
station on the Baltimore & Ohio site at Delaware ave- 
nue and C street N. I¢., and would involve rebuilding the 
Laltinore & Potomac road through Washington, as au- 
thorized by Congress, excepting the branch and station on 
the Mali. After a study of the project the Commissioners 
decide that no insurmountable enginee.ing obstacles were 
in the v2), but that the plan would provide a solution of 
two problems, namely, the clearance of the Mall of rail- 
road obstructions, and the erection of a Union station for 
all railroads entering the city. And they recommend 
that ail necessary legislation be enacted as soon as possi- 
ble in order that the improvement may be carried out. 


How the California Limited Is Handled. 

It is interesting to go behind the scenes and see what 
foundation there is,for the attractive stories which the 
railroad pays to have published world-wide in its search 
for patronage. The Santa Fe has just issued a 15-page 
book entitled, “Joint Instructions to Agents and Con- 
ductors in Regard to the California Limited.” The books 
are made for business, not beauty. They are bound in 
heavy manila. ‘There are no illuminated covers, or costly 
lithographs, or 100-line half-tones. The public is not sup- 
posed to see these instruction books. but as a matter of 
fact, the book is the strongest recommendation for the 
California Limited. In the first place, the Santa Fe is 
mighty particular who rides on its pet train. It gives the 
following instructions to its conductors: 

“The following classes of tickets may be honored: 

“First-class tickets, limited or unlimited, coin, excur- 
sion, round trip tourist, mileage, card, book, local or 
coupon. 

“U. S. government transportation orders. or our ex- 
change tickets given in lieu thereof, provided they call 
for first-class passage. 

“Commissions of U. S. postoffice inspectors and super- 
intendents, and of chief clerks of the railway mail service. 
Railway postal clerks may alse be carried on presenta- 
tion of their photographic commissions, between points 
covered by same. 

“First-class tickets issued for transportation of corpse 
by baggage.” 

The road will not honor employees’ tickets, special rate 
tickets, advertising tickets or mileage, second-class, emi- 
grant or drover’s tickets, stock contracts, or tickets in- 
dorsed “Not good on limited trains.” No official ranking 
below a train master, road master, or master mechanic 
will be carried on his annual pass, 

In case a person without the proper transportation 
should get into the train ‘Conductors will honor the ticket 
to the first regular stopping point, and advise the pas- 
senger to either purchase a first-class ticket from such 
stop to his destination, or else lay over for a following 
train upon which his transportation will be valid. . : 

If one person has paid for and occupies an entire draw- 
ing room alone, conductors will require two first-class 
railroad tickets. Theatrical baggage is not carried on the 
limited. Personal baggage only is handled, and the com- 
pany further reserves the right to forward any or all 
baggage on following trains. “Trainmen must not occupy 
seats in the composite car or Pullman cars to the discom- 
fort or crowding of passengers. Trainmen will not smoke 
while on duty. When in or passing through the dining 
ear while meals are being served, trainmen should remove 
their caps. These rules are illustrative rather than com- 
prehensive. What is desired is that employees on these 
trains in particular should exercise every care and fore- 
thought possible to make the service a success and add to 
the present popularity of our route.”—Topcka Capital. 


A Pontoon Bridge 3,638 Ft. Long. 

A pontoon bridge, 3,688 ft. long, has recently been 
built over Chemong Lake in Smith Township, Peter- 
borough District, Ontario. There is a draw span of 105 
ft., and the fixed approaches are 913 ft.: the pontoon 
portion is 2.620 ft.,long. At five places the roadway is 
24 ft. wide to permit of teams passing, while the rest of 
the bridge is 18 ft. wide. The bridge cost about $26,000, 
part of which was paid by each Provincial and Dominion 
yovernments. 





LOCOMOTIVE BUILDING. 


The Pittsburgh, Cincinnati, Chicago & St. Louis has 
ordered three engines from the Schenectady Works. 


The Northern Pacific has ordered 52 locomotives from 
the Baldwin Works, and 22 from the American Loco. 
motive Co., with option on 28 more. 


The Great Northern has given the order for 40 loco- 
motives mentioned last week to the Rogers Works. Part 
of these are to be 10-wheelers and the remainder Con 
solidation. 


The Long Island sends the following information 
about the locomotives which we reported last week. The 
total number ordered was 10, two Atlantic type and 
eight 10-wheelers, from the Baldwin Works. The At 
lantic type engines are simple; weight on drivers 94,500 
Ibs.; total weight, 167,600 Ibs.; diam. of evlinders, 19% 
in.: stroke of pistons, 26 in.; diam. of drivers, 76 in. ; 
wide fire-box: working steam pressure, 200 Ibs.; total 
heating surface 2,657 sq. ft.. number of tubes, 297, 
with outside diameter 2 in. and length 192 in.; fire-box 
of carbon steel, 113 x 96 in.: grate area, T5%4 sq. ft. 
The 10-wheel locomotives are also.simple: weight on 
drivers, 137,400 Ibs.; total weight, 175.000 lbs.; diam. 
of cylinders, 20 in.; stroke of pistons, 26 in.; diam. of 
drivers, 72 in.; wide fire-box; 200 Ibs. steam pressure; 
total heating surface, 2,780 sq. ft.; number of tubes, 339, 
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outside diameter 2 in., and length, 179 in.; dimensions 
of fire-box 113 x 95 in.; grate, 7444 sq. ft. Both types 
of engines are equipped with Westinghouse air-brakes, 
Midvale steel axles, Golmar bell-ringers, Magnesia sec- 
tional boiler lagging, standard couplers, Star headlights, 
Monitor & Sellers injectors, phosphor-bronze journal 
bearings, United States Metallic piston-rod packings and 
valve-rod packings, Consolidated, Muffler safety-valves, 
Leach sand apparatus, Detroit sight-feed lubricators, 
Midvale driving-wheel tires, and Midvale-Taylor truck 
and tender-wheel tires. 








CAR BUILDING. 


The Delaware & Hudson is having 18 coaches built at 
the Schenectady Works. 

The Chicago, Burlington & Quincy has ordered 800 box 
ears from the Pullman Co. 

I'he Chesapeake & Ohio has ordered 10 passenger cars 
from the Pullman Company. 

The Chicago Great Western will soon be in the market, 
it is said, for 1,000 freight cars. 

The Northern Pacific has ordered 1,000 coal cars from 
the American Car & Foundry Co. 

The Seaboard Air Line has ordered 424 flat cars from 
the American Car & Foundry Co. 

The Cincinnati, New Orleans & Texas Pacific is re- 
ported in the market for 500 cars. 

The Vera Cruz & Pacific has ordered 30 flat cars from 
the American Car & Foundry Co. 

Flint, Eddy & American T'rading Co. have ordered 12 
coaches from the Barney & Smith Co. 

The Pere Marquette has ordered 500 30-ton box cars 
from the American Car & Foundry Co. 

The Southern Missouri & Arkansas has ordered 50 box 
cars from the American Car & Foundry Co. 

The Great Northern has ordered 350 steel ore cars of 
100,000 Ibs. capacity from the American Car & Foundry 
Co. 





The Denver & Rio Grande has ordered 500 coal cars 
of 80,000 Ibs. capacity from the American Car & Foun- 
dry Co. 

The Georgia Southern & Florida is reported to have 
ordered 200 30-ton box cars from the Southern Car & 
Foundry Co. 

The Anglo-American Refrigerator Line will build 150 
refrigerator cars at its own shops instead of 100 re- 
ported last week. 

The Texas & Pacific has ordered 2.500 box cars from 
the American Car & Foundry Co., instead of 1,500 re- 
ported last week. 

The Lake Erie, Alliance & Wheeling has ordered six 
coaches, three cabooses and 50 flat cars from the Amer- 
ican Car & Foundry Co. 

The Delaware, Lackawanna & Western has let 1,000 
ears to the Pressed Steel Car Co., and 1,000 to the 
American Car & Foundry Co. 

The Chicago, Rock Island & Pacific has ordered 300 
refrigerator cars from the American Car & Foundry Co., 
and 800 box cars from the Pullman Company. 

The Atlantic, Valdosta & Western has ordered 1,300 
freight cars from Haskell & Barker, and also four 
coaches from the Pullman Company in addition to the 
order reported Oct. 25. 

The Pensylvania is having 400 freight cars built at 
the West Detroit shops of the American Car & Foundry 
Co., and has also ordered 4,000 coal cars from the 
American Car & Foundry Co. 

Nelson Morris & Co, have ordered 100>refrigerator cars 
from the Illinois Car & Equipment Co. The special 
equipment includes Westinghouse brakes, Gould draft 
rigging, Tower couplers, Simplex truck bolsters, Scott 
springs, McCord journal boxes and Griffin wheels. 

The Rodger Ballast Car Co., Chicago, has sold the 
Rutland Railroad an equipment of 25 of its new 34-ft. 


40-ton convertible ballast, gondola and coal cars: also 
one standard Rodger ballast distributing car. This is 


the equipment mentioned some time ago as having been 
placed on the Rutland Railroad on trial. 

The Georgia & Florida~ Southern has ordered four 
passenger cars from Barney & Smith for March delivery. 
The length will be 52 ft. and the width 9 ft. 8 in. The 
special equipment includes Westinghouse air-brakes, For- 
syth curtain fixtures. Pantasote curtain material, Mce- 
Cord journal boxes, Standard steel platforms, A. French 
springs and Standard steel-tired wheels. 

The Munising, of Munising, Mich., has purchased of 
F. M. Hicks, of the Hicks Locomotive & Car Works, 
Chicago, two three-compartment cars. The _ interior 
finish of the first and second passenger compartments 
will be oak, rubbed down in oil; these compartments to 
have toilet rooms. Baggage compartment is to be 17 
ft. long, and to have letter boxes and fixtures complete. 
The car is to be finished outside in Tuscan red. 


BRIDGE BUILDING. 


ALLEGHENY, PAa.—Two footbridges will be built over 
the Fort Wayne R. R. tracks from California avenue to 
Preble and Cass avenues. - 

ASTORTA, OREGON.—The County Court has ‘sent plans 
to the War Department for approval, for a steel draw- 
bridge over Lewis and Clarks river, near its mouth. 

BALtTrmMore. Mp.—The Maryland, Sparrows Point & 
North Point Electric Ry. will let contracts in about 30 
days for bridges. Robert S. Carswell, President. 

BEATTYVILLE, Ky.—Bids will be received by the Board 
of Trustees, Dec. 2, for a steel bridge 300 ft. long. H. 
L: Wheeler, Special Commissioner. 

BENwoop, W. Va.—The American Bridge Co. has the 
contract from the Baltimore & Ohio for a new bridge 
over the Ohio River between Benwood and Bellaire. 

Botse, Inano.—The bridge for which bids are wanted 
Dec. 16, by J. H. Wiekershaw, will be at Eagle Island 
over Boise River, and will be a combination bridge of 
nine spans, each span 102 ft 

BrrraLo, N. Y.—-Bids are wanted, Dec. 5, by State 
Superintendent of Public Works John N. Partridge, Al- 
bany, for the drawbridge over Black Rock Harbor at 
Ferry street. Estimated cost, $30,000. 

CINCINNATI, Onto.—Bids are wanted, Dec. 21, by 
Engene L. Lewis. County Auditor, for a bridge over 
Duck Creek on Madisonville Pike; also for repairing 
three bridges and their approaches. 

The Board of Public Service is considering the City 
Engineer’s plans for a viaduct at St. Clair street which 
will cost about $14,000. 


Cotorapo Sprines, CoLto.—According to report, the 
Colorado Midland will rebuild a number of bridges, in 
addition to making other improvements. 


CoLuMBUS, OnI0o.—County Surveyor Henry Maetzel 
tells us that nothing has been done toward getting plans 
for the new bridges which were authorized by vote a 
few weeks ago. Plans will have to be made and ap- 
age before work can be contracted for. (Nov. 8, 


Dp. -) 

The City Council has passed a resolution authorizing 
a new viaduct over the tracks of the Pennsylvania and 
the Baltimore & Ohio railroads on Cleveland avenue 
near Milo. 

Concorp, N. 
bridge over Rocky River. 
County Commission. 

Councit Biurrs, lowa.—City Engineer S. L. 
is making plans for a bridge over Indian Creek. 

Covincton, IND.—A two-span 160-ft. bridge will be 
built over Coal Creek for which bids are wanted Dec. 
13. Address County Commissioners. 

Decatur, ILt.—A viaduct is proposed over the Wa- 
bash railroad tracks at the West Main street crossing at 
a cost of $15,000. 

Detroit, Mictt.—An agreement is reported made be- 
tween the city of Detroit and the Michigan Central, the 
Grand Trunk and the Lake Shore & Michigan Southern 
railroads, for the separation of grades at 19 streets in 
that city during the next five years. The estimated cost 
of the improvement is $1,000,000 

Dix (ScuuyLer County), N. ¥.—The Railroad Com- 
missieners have decided that the highway 4,000 ft. south 
of the Waikins station of the N. Y. C. & H. R. R. R. be 
changed from grade to undergrade. 

Donora, Pa.—The Union Steel Co. inform us that 
there is no truth in the report that they will bridge the 
Monongahela River. 

Easton, N. Y.—The Greenwich & Johnsonville Ry. 
will build a bridge where it crosses the River Road, in 
Easton, Washington County. 

Erie, Pa.—According to report, plans are made for 
an overhead bridge over the Pennsylvania Railroad 
tracks at East Buffalo road. It will be of two spans and 
the total length 185 ft. The estimated cost is $35,000. 
B. E. Briggs, City Engineer. 

FREDERICK, Mp.—The contract for the steel bridge over 
Monocacy River at Crist’s Ford was let to C. Thomas 
Dougherty, of Frederick, at $10,050. This price includes 
the substructure. The other bidders were: Penn. Bridge 
Co., $15.350; King Bridge Co., $15,347: National Bridge 
Co., $15.500; The Variety Iron Works Co.. $15,630: Ber- 
lin Construction Co., $16,000: York Bridge Co., $14,810; 
Nelson-Buchanan Co., $14.350;: The Canton Bridge Co., 
$15.700; Wm. H. Gulick. $15,500; J. K. Britton, $15,800. 

GREENBORO, GA.—Bids are wanted, Dec. 4, according 
to report, for the bridge over Oconee River. James I. 
Cressay, County Bridge Commissioner. 

HATFIELD, MAss.—The town is considering rebuilding 
Pine Street bridge at a cost of about $3,000. 

Hutcoms, Mo.—V. V. Randol, County Surveyor, tells 
us he will receive bids soon for a steel bridge over Varner 
River. 

Kansas City, Mo.—The appropriation made by the 
Receivers of the Kansas City Suburban Belt R. R. for 
bridge renewals (mentioned Nov. 8) covers a new bridge 
of three 198-ft. spans across the Kaw River in Kansas 
City, Kan.. and three bridges across the Blue River, con- 
sisting each of one 168-ft. span at or near Kansas City. 
Mo. The superstructure for these bridges was designed 
by Waddell & Hedrick, Consultine Engineers. Kansas 
City, Mo. Contract for the metal work is let to the 
American Bridge Co. 

New York, N. Y.—The Scherzer rolling liftbridge at 
Vernon avenue, for which bids are wanted, Dec. 5, is 
described on another page of this issue. 

NrAGARA Fats, N. Y.—The Niagara Falls & Sus- 
pension Bridge Ry. is considering rebuilding the Sugar 
street bridge. 

OmatrA, Nes.—The Union Pacific viaduct crossing 
Thirteenth street will soon be replaced by a larger struc- 
ture. 

PERRYVILLE, ARK.—Bids are wanted in ahout 60 days 
by the County Judge for a 200-ft. steel bridge. B. F. 
Watson, County Surveyor, Houston, Ark. 

Pittsnpurcn, Pa.—Dr. J. Guy McCandless has been 
appointed Director of the Department of Public Works, 
succeeding Edward M. Bigelow. resigned. 

Prymoutn, Micnu.—The Detroit, Howell, Lansing & 
Grand Rapids Railway has decided to make all crossings 
of steam railroads on its proposed line between Plymouth 
and Lansing by means of overhead bridges. John Win- 
ter, of Detroit, is President. 

Port Hastincs, Prince Epwarp ISLtAnp.—Applica- 
tion for incorporation of the Strait of Canso Bridge Co. 
has been made to build a suspension bridge across the 
Strait of Canso from Cape Poreunine. Nova Scotia, to 
the vicinity of Port Hastings. The comnany will also 
build an electric railroad. The bridge will have a snan 
of about 1,000 ft. and the estimated cost of $4.000.000. 
Ross & Ross. of Svdney, are the solicitors for the Strait 
of Canso Bridge Co. 

Port Hvron, Micn.—Bids are wanted, Nov. 30, for 
a drawhridge at Military street. according to report. 
R. D. O’Keefe, Superintendent of Public Works. 

RHINELANDER, W1sS.—Bids are wanted, Dec. 30, ac- 
cording to report. for a three-span steel bridge over Wis- 
consin River at Davenport. 

RriciMonpd, QuE.—The Quebec Government is reported 
to have made a contribution of $15,000 toward the cost 
of a new bridge between Richmond and Melbourne. The 
municipalities are expected to contribute the remainder of 
the cost. (Oct. 18, p. 728.) 

Runners. Iowa.—The Supervisors have authorized a 
bridge over Des Moires River at a cost of about $8,000. 

San Bernarprno,. Cau.—The San Bernardino Val- 
ley Traction Co. will build a bridge on Colton avenue 
across Lytle Creek. 

SPRINGFIELD, On1I0.—A viaduct is proposed at Spring 
street to the station to be built by the Big Four and the 
Panhandle railroads. 

Stockton, Cat.—Deputy County Surveyor D. A. 
Jones is making plans for two bridges across Sullivan 
Creek. 

Warertoo, Iowa.—The Supervisors have appointed a 
committee to consider the question of a new bridge over 
Cedar River in place of the Fourth street bridge. Esti- 
mates were recently made on a concrete arch bridge 
585 ft. long and 82 ft. wide at $75,000; and on a steel 
girder bridge at $77.000. Chas. F. Foote, County 
Auditor. 


C.—Bids are wanted, Dec. 2, for a 
M. M. Gillon, Chairman 


Etnyre 


Other Structures. 

AUSTIN, TExX.—The Houston & Texas Central, we are 
told, expects to begin work within 6U days on a new pas- 
senger station at Austin, at a cost of $0, 

CoLumBus, Ou10.—The Cleveland, Cincinnati, Chicago 
& St. Louis is reported preparing to spend about $100,000 
in improving its terminals in Columbus. 

DuNKIRK, N. Y.—One of the first improvements to be 
made to the Brooks works of the American Locomotive 
Co., will be the building of a cylinder shop near the 
foundry, 100 x 300 ft. A large amount of new machinery 
will be needed for this department. 

Earon, Inp.—YThe Muncie, Hartford City & Fort 
Wayne Traction Co., according to report, has decided to 
locate its power house, car barns and shops in Eaton. The 
power house will cost $125,000. 

GAINESVILLE, TEX.—The Gulf, Colorado & Santa Fe, 
we are told, will begin work about Dec. 1 on the new 
passenger station and eating house _ at Gainesville. The 
building will be two stories high, 27 ft. wide and 212 ft. 
long. The estimated cost is $20,000. 

LEWISTON, PA.—The Standard Steel Co. has recently 
let contracts for an open-hearth department which will 
be an extension of the axle plant. A locomotive tire plant 
will also be built. 

Morcantown, W. VA.—The Baltimore & Ohio and the 
Morgantown & Kingwood railroads are reported consider 
ing a union station here. 

PHILADELPHIA, PAa.—Chief Engineer Brown, of the 
Pennsylvania Railroad, is reported receiving bids for 
the new passenger station at Fifty-second street on the 
main line. 

PITTSBURGH, PA.-—The Carnegie Steel Co. has let a 
contract for the additions to its armor plate plant to the 
American Bridge Co. The new buildings will adjoin the 
present plant and will be located close to the Mononga- 
hela River. The main building will be 1,000 ft. long. 

According to local report, plans are under consideration 
to increase the rail output of the Edgar Thomson mills of 
the Carnegie Steel Co. 

PuEBLO, CoLo.—The Colorado Fuel 
cently started work on a new tin plate mill. 
ing will be 1,000 x 422 ft. 

SHARPSVILLE, PA.—The Oliver & Snyder Steel Co., of 
Pittsburgh, is reported to have bought a large tract of 
land at Sharpsville where a steel mill will be built. The 
company will also build a gravity railroad. 

SPRINGFIELD, Ou10.—The Big Four and the Panhandle 

railroads contemplate building passenger stations in 
Springfield next spring; the Panhandle will also build a 
freight station. 

Troy, N. Y.—According to report, new plans have been 
made for the passenger station in Troy for the New 
York Central. 


& Iron Co. has re 
The build- 











MEETINGS AND ANNOUNCEMENTS. 





(For dates of conventions and regular meetings 
of railroad associations and engineering 
societies see advertising page xvii.) 


New York Railroad Club. 

The annual meeting of the New York Railroad Club 
was held on Thursday evening, Nov. 21, and we suppose 
that it must have been the largest meeting in the history 
of that institution. The interest in the election was 
unusual and a heavy vote was cast. The officers elected 
were as below: 

President, H. H. Vreeland. 


First Vice-President, W. W. Wheatly. 
Second Vice-President, A. M. Waitt. 
Third Vice-President, W. F. Potter. 


Treasurer, C. A. Smith. 
Executive Members, W. W. 


McIntosh. : 
Finance Committee. R. M. Dixon, W. B. 


Snow, G. W. West, W. 
Albright, D. 
M. Brady. 


The paper of the evening was by Mr. F. J. Cole on 
“Recent Locomotive Construction and Performance,” a 
good paper which produced valuable discussion. 

The new members elected were 21, and 34 were pro 
posed to be considered later. The next meeting of the 
Club may be held in new quarters, the present rooms 
heing quite too small for comfort. 


PERSONAL. 


(For other personal mention see Elections and 
Appointments. ) 


—Mr. George I. King, Consulting Engineer of the 
American Car & Foundry Co., Detroit, has resigned and 
has been elected Vice-President of the Middletown Car 
Works. 

—Mr. J. L. Campbell, who is Chief Engineer of the 
Gasconade Railway Construction Company, constructing 
the St. Louis, Kansas City & Colorado, was born Nov. 
30, 1863. From 1890 to 1894 he was City Engineer 
at El Paso. Texas, then for one year was Resident En- 
gineer of the Rio Grande Northern, later becoming lo- 
eating engineer of the Rio Grande, Sierre Madre & 
Pacific. In October, 1896, he was appointed Chief En- 
gineer of the Rio Grande Dam & Irrigation Company 
and the following year Chief Engineer of the El Paso & 
Northern. He then became locating engineer on the 
Rio Grande, Sierre Madre & Pacific, and from 1899 to 
1900 held a similar position on the Atchison, Topeka 
& Santa Fe. 

—Mr. E. W. Pratt. who recently became Master Me- 
chanic of the Iowa & Minnesota Division of the Chicago 
& North Western, took the degree of Mechanical En- 
gineer at Lehigh University, and was engaged as a 
civil engineer with this company and the Elgin, Joliet & 
Eastern, the latter while building, and was for several 
months designing engineer for the Western Electric 
Company. which position he left to take the Superin- 
tendency of the Chicago Hardware Manufacturing Com- 
pany. This position he held for one year, resigning at 
the end of that time to become General Air Brake In- 
spector of the Chicago & North Western. During the 
seven years Mr. Pratt was in this position he was largely 
instrumental in inaugurating the present system of pro- 
gressive examinations of locomotive firemen for promo- 
tion. On Jan. 1, 1900. he was appointed foreman at 
Chieago and in June the same year was transferred to 
Ashland, Wis.. as General Foreman. 

—Mr. David M. Perine, who. on Oct. 1, was promoted 
from the position of Assistant Engineer of Motive Power 
o fthe Pennsylvania Railroad to the position of Master 
Mechanic of the Pennsylvania Division. 1s 32 years old. 
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having been born Feb, 13, 1869. On May 14, 1888, Mr. 
Perine entered the Mt. Vernon shops of the Northern 
Central as an apprentice and in 1892 he became a special 


apprentice in the Altoona shops. Then for one year 
(1894-1895) he was Assistant Road Foreman of the 
Pittsburgh Division, and in August of the last-named 
year (1895) he became Assistant Master Mechanic. 


This position he held for four years, at the end of which 
time he was appointed Assistant Engineer of Motive 
Power of the Philadelphia & Erie and the Northern 
Central at Williamsport, Pa. On March 1, 1900, Mr. 
Perine was transferred to Altoona as Assistant Engineer 
of Motive Power of the Pennsylvania Railroad Division. 
Mr. D. Carter, General Manager of the Detroit & 
Cleveland Navigation Company, died Nov. 21, at his 
home in Detroit, aged 89 years. Mr. Carter had been 
connected with this company for a number of years. 


ELECTIONS AND APPOINTMENTS. 

{tchison, Topeka & Santa Fe.—J. Player, heretofore Su- 
perintendent of Machinery, has been appointed Con- 
sulting Superintendent of Motive Power and G. R 
Ilenderson, formerly Assistant Superintendent of Ma- 
chinery, becomes Superintendent of Motive Power. 

Saltimore & Ohio.—George TI. Campbell, Assistant Gen- 
eral Superintendent, has been given general supervi- 
sion of the eastern terminals only. His jurisdiction 
will include the stations and piers at New York, Phila- 
delphia, Baltimore and Washington. and will be ex- 
tended over the stations and piers at St. George, Staten 
Island. 

Baltimore & Ohio Southwestern.—At a meeting held re- 
cently, ‘, Loree was elected President: E. R. 
sacon, “Vice-President; W. M. Greene, Vice-President 
and General Manager, and FE. H. Movius, Assistant 
Secretary. 

Bradford, Bordell & Kinzua.—C. Greenough, heretofore 
Master Mechanic, has been appointed Superintendent 
of Motive Power. 

Burlington, Cedar Rapids & Northern.—O. FH. McCarty, 
heretofore Trainmaster, has been apnointed Division 
Superintendent. with headquarters at Esterville, Iowa, 
succeeding W. P. Ward. 

California Fastern——-C, W. Whitney has been appointed 
Chief Engineer, with headquarters at Manvel, Cal., 
succeeding J. M. VanDerwerker, resigned. 

Cananea Consolidated Copper Company’s Railway.—G. 
PD. Cash has heen appointed Division Superintendent, 
with headquarters at Naco, Ariz. 

Chicago & North Western-—S. C. Graham has been ap- 
pointed Master Mechanic of the Sioux City Division. 
with headauarters at Lake City, Iowa. FE. W. Pratt 
becomes Master Mechanic of the Towa and Minnesota 
Division, at Mason City, Towa, succeeding Mr. 
Graham, 

Colorado AFidland, Directors have been 


The following 


elected: G. J. Govld, FE. Gould, W. S. Pierce, Tu. 
Greer and FB. T. Jeffery. 
Reberts bas heen appointed 


Detroit Southern.-K. M 
Srrerintendent of Motive Power & Equipment, sv-- 
ceeding T. M. Downing, resigned. Effective Nov. 18. 

Findlay, Fort Wayne & Western (Cincinnati, Hamilton 
& Payton)—The following anvpointments have been 
made: ©. G. Waldo, General Manager; -A. H. McLeod, 
Freicht Traffie Manager: D. G. Edwards, Passenger 
Traffie Manager: F. Hf. Short, Treasurer: G. x 
Lishawa, Auditor, and Lawrence Maxwell, Jr.. Gen- 
eral Counsel, all with headquarters at Cincinnati, 
Ohio: RB. W. Fenton, Superintendent. Findlay, Ohio: 


©. 1. Cory. Snunerintendent of Motive Power. Lima, 
Ohio: G. Ti. Waldo, Superintendent of Car Service. 
Civneinnati, Ohio: and J. Ta. Orbison, Sunerintendent 


of Telegraph, Cincinnati, Ohio. The jurisdiction of the 
following officers of the C.. H. & D. has been extended 
over the F., Ft. W. & W., effective Nov. 20: R. B. 
Turner. General Superintendent: C. A. Wilson, Chief 
Engineer: R. D. Marshall, General Solicitor, and Geo. 
R. Baleh, Purchasing Agent. 

Grand Trunk.—According to Tondon press reports, 
Charles M. Havs. who recently resigned as President 
of the Southern Pacitic. has heen appointed General 
Manaecer of the G. T. Tt will be remembered that 
Mr. WWavs left the Grand Trunk to take the Presidency 


of the Sonthern Pacific. W. Lindley, Secretary, has 
resigned, 

Gulf & Chicago.—John <A. Greenoe, formerly Master 
Car Builder of the Arkansas Midland, has heen ap- 


pointed Master Mechanic of the G. & C.. with head- 
evarters at Riplev, Miss., succeeding T. M. Cox, re- 
signed. 

Illinois Central—A. C. Hackstaff, heretofore Secretary. 
has heen elected Third Vice-President. This is a new 
position recently created. 

Intercolonial—The following appointments have been 
made: W. J. Riehardson, Assistant to the Superin- 
tendent of Machinery and Rolling Stock, with head- 


quarters at Moneton, N. RB.: B. C. Gesner. Master 
Mechanic. at Stellarton, with jurisdiction from Ox- 
ford Tunetion to Sydney, North Svdney and Truro. 


including the Truro Terminals: W. C. Hunter, Air 
Brake Inspector, at Moncton; T. BE. Henderson. Super- 
intendent of Car Serviee and Telegraph, with head- 
quarters at Moncton, N. B. 

Pittsburgh & Western.—The position of Master Me- 
chanie, formerly held by F. T. Hyndman has been 
abolished. 

heretofore General 
Island & North- 

Superintendent 

resigned, ef- 


EK. F. Potter. 

Rock 
General 
Collins, 


Central. 
of the Davennort. 
western, has been apnointed 
of the W. C.. succeeding S. J. 
fective Noy. 25. 


Wiseonsin 
Manager 


RAILROAD CONSTRUCTION. 


New Incorporations, Surveys, Etc. 


ATLANTIC, VAtposta & WESTERN.—At the time of the 
recent meeting of stockholders, a trip was made to inspect 
the terminals at Albany and Moultrie, Ga., in connec- 
tion with the projected extension of the company. The 
action in taking steps to have the charter amended to 
permit of the extension was approved. It is proposed to 
continne the line from Valdosta, in Lowndes County, to 
the Chattahoochee River at some point on the western 
line of the State, a total distance of about 140 miles. 

Dayton & FAUNSDALE.—It is said that work will be 
recommenced on this projected line in Alabama between 
the towns named. a distance of nine miles. J. J. King, 
of Demopolis, Ala., is interested. 

Fort Smith Rapimw Transit.—A charter has been 
issued to this company in Arkansas, to build an electric 
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interurban line between a number of towns in Sebastian, 
Crawford and Franklin counties. The capital stock is 
$2,000,000 and the directors are: Ex-Gov. W. M. Fish- 
back, George Sengel, T. L. Cannon and others. 


GLADEVILLE.—It is said that this line in Virginia, 
which extends from Gladeville to Wise, three miles, has 
been bought by Chicago parties and will be continued 13 
miles northeast to Clintwood in Dickerson County. 


Kentucky SoutTnerRN.—This company has filed 
amended articles of incorporation to permit of its build- 
ing a 35-mile railroad from some point on the Louisville 
& Nashville, near the mouth of Little Rockcastle River, 
along the river and near the boundary lines of Laurel. 
Rockeastle and Paducah counties to the Cumberland 
River. The company was originally incorporated in 1895 
and the incorporators are: L. F. Hubble, W. H. Kin- 
naird and others, of Lancaster, Ky. 


LAFAYETTE & INDIANAPOLIS RApPiIp Ry. (ELECTRIC). 
—This company has been incorporated in Indiana to 
build an electrie line paralleling the Chicago Division of 
the Cleveland, Cincinnati, Chicago and St. Louis between 
Lafayette and Indianapolis, a distance of about 70 miles. 
The capital stock is $250,000 and it is proposed to begin 
work as soon as the result of the subsidy elections is 
known. The directors are: Henry A. Tavlor, George 
P. Haywood, Wm. C. Mitchell, C. E. Ruger, Adam O. 
Behm, of Lafayette: R. A. Clark and J. M. Waugh, of 
Colfax: L. C. W. Riley and Fremont Wells, of Thorn- 
town; James M. Lion, of Lebanon. 

LittLe River.—A charter has been granted in Ten- 
nessee to a company by this name which proposes to 
build a railroad from a junction with the Knoxville & 
Augusta, in Blount County, into lumber country adjoin- 
ing. It is said that surveys have been made already. 
The capital stock is placed at $150,000, with privilege of 
increase. and the incorporators are: A. W. Lee. of New 
York: J. W. Rigley, William McCormick and W. B. 
Townsend, of Pittsburgh, and Tully R. Cormick. 

MEXICAN NATIONAL.—Application has heen made for 
right of way for the proposed extension of the Matamoras 
Branch from San Miguel to Monterey, to give Matamoras 
and Brownville through rail connection with Mexico. 
The distance from San Miguel to Monterey is 180 miles. 
(Construction Supplement, Oct. 11, 1901.) 

MicnigAN Roaps.—An agreement has been reached 
hetween the city of Detroit and the Michigan Central, 
Grand Trunk and Lake Shore & Michigan Southern, for 
the separation of the grades at 19 streets in that city 
during the next five vears. The estimated expense of this 
improvement is $1,000,000, and is to be borne exclusively 
bv the railroad companies, which agree to snend_ $200,- 
000 each year until the work is comvleted. The damage 
to adjacent property is taken care of by the city. 

MINERAL Sprrnas.—Right of way has been granted 
by the Council of Middleshoro, Ky.. for a railroad eight 
miles long between Middleshoro and Hartranft, Tenn., 
where a junction is intended with a branch of the South- 
ern, from La Follette. 20 miles distant. The company 
is known as the American Association. 

New York, New Haven & HaArtrorp.—The State 
Railroad Commissioners have approved plans for im- 
provements to be made between Derby and Ansonia, 
Conn., involving the straightening of the line by building 
a new double track on the sand flats on the west side of 
the Naveatuck River. The estimated cost of the work 
is $500,000 and John J. O’Brien & Co., of New York. 
are the contractors. The work is to be commenced at 
once and it is thought it will be completed in about 1% 
years. (Oct. 4, p. 690.) 

Ontario Roaps (Etectrric).—Notice has been given 
the City Council of Stratford, Ont.. by G. G. McPher- 
son, of the intention to build an electric road 12 miles 
long between Stratford and Mitchell, Ont., paralleling 
the Grand Trunk. A similar line was projected not long 
ago to cover this same route and build also from Mitchell 
to St. Marys. about 15 miles further, and the two 
projects mav be identical. (Construction Supplement, 
Oct. 11, 1901.) 

Papucat, Catro & NorTHWESTERN.—This company. 
which was organized in Kentueky last October. received 
its incorporation at Paducah, Ky.. Noy. 16. Tt is nro- 
posed to build a line from Padneah throueh McCracken 
and Ballard counties to East Cairo. Ky.. 38 miles. The 
incornorators are: B. H. Scott. E. W. Smith and others 
of Padueah, and it is thovght that work will begin the 
first of next year. (Oct. 25, p. 746.) 

RUTLAND.—Surveys are reported for a short route 
from North Bennington to a point on the line of the re- 
cently ahsorbed Chatham & Lebanon Valley. three miles. 
It is proposed to use the new cnt-off for heavy freight 
hauling between Montreal and New York. 

Satem. Farts Crry & Western.—An officer writes 
that surveyors are in the field for this new Oregon line. 
Tt is proposed to build in Marion and Lincoln counties. 
bunt the route has not vet been located. It is the inten- 
tion to commence work next spring. (Nov. 8. p. 782.) 

Santrnac (Erectric).—Incorporation has heen made 
in Michigan for an electric line with a canital stock of 
$56.000, to run between Croswell and Sanilac Center, 16 
miles northwest. 

SovutTHerRN Pactric.—Preliminary surveys are reported 
for a possible cut-off, including a tunnel to reduce the 
present hirvh grade over the Sierras, between Truckee, 
Cal.. and Colfax. The survevors are working on a line 
which is to begin at Donner Lake and end on the Yuba 
River, near Cisco. If the tunnel six miles long is built, 
the length of the line will be reduced eight miles and the 
elevation lowered 1.000 ft. 

TENNESSEE RoAps.—Surveys are reported from Wood- 
land Mills. on the Nashville, Chattanooga & St. Louis. 
to Tiptonville. on the Mississinpi River. around the end 
of Reelfoot Lake. a distance of about 27 miles. Tipton- 
ville is a town of 400 inhabitants whieh has at present 
no railroad communication. Major J. C. Harris, of Tip- 
tonville, is interested. 

TerRRE Haute & INDIANAPOLIS.—An officer writes that 
the renort that double tracking is to he done between 


Fast St. Louis and Collinsville, Tll., is in error. (Nov. 
15. p. 798.) 
ViretntA & SourmwesteRN.—Grading is reported 


completed on the new five-mile extension from Maymead, 
Tenn.. the present terminns. to Mountain City. About 
350 men are at work and it is thoneht that the line will 
be running by Christmas. (July 12. p. 508.) 

Warasn.—TIt is said that hids for the last section of 
the Pittsburgh. Carnegie & Western will be called far 
within the next week or so. There now remains 9°? 
miles of roadhed to he eraded. and this. with the excen- 
tion of the Pittsburgh Terminals, marks the conclusion 
of work on the new line. 

Yazoo & Riverstpk.—This companv has heen formed 
in Mississippi to build between Yazoo Citv and Riverside. 
about 25 miles. R. L. Bennett and W. A. Henry, of 
Yazoo City, are interested, 
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BALTIMORE & OnHIO.—The Ohio & Little Kanawha, 
which extends from Fair Oaks, Ohio, to West Mari- 
efte, 72 miles, is reported sold to the Baltimore & 

io. 

Notice is given stockholders of their privilege to 
subscribe at par for new common stock to the extent 
of 20 per cent. of their holdings as_ registered, sub- 
scriptions to be made between Dec. 24 and‘ Dec. 31, 
1901, at the office of the company, No. 2 Wall street, 
New York, or of the agents, Messrs. Speyer Bros., in 
London. 

Baneor & ARoostook.—The citizens of Aroostook 
County, Me., have voted ‘to sell to the company the 
$728,000 of preferred stock owned by the county. The 
stockholders of the Bangor & Aroostook have re- 
cently made a new mortgage, which sets aside a suffi- 
cient fund to purchase the $1,246,600 preferred stock 
and securities of controlled lines, and to refund the 
outstanding bonds and car trusts held. 

BurFALo, RocHESTER & PiTrTrspuRGH.—The proposition 
to make the debenture 5 per cent. bonds convertible at 
par into common stock on condition of the rate of in- 
terest being reduced from 5 per cent. to 4 per cent., has 
heen approved by the shareholders. Debentures are to 
be issued at the rate of $12,000 a mile from the unused 
$2,000,000 retained in the treasury to provide for the 
proposed branch line to be built in Venusyivania. 

CuicaAGo TERMINAL TRANSFER.—Contracts for the use 
of this company’s terminals have been made by the 
Lake Shore & Michigan Southern, the Chicago, Rock 
Island & Pacific and the New York, Chicago & St. 
Louis until the Van Buren street station can be re- 
built. Lease of the company’s terminals has not yet 
been renewed by the Baltimore & Ohio, and it is 
thought that if this lease should be terminated, the 
loss of income to the Transfer Co. would require a re- 
organization of the company. 

CINCINNATI, Hamitton & DAytTon.—This company has 
taken over the Findlay, Fort Wayne & Western, 
which runs between Findaly and Fort Wayne, Ind., 
80 miles. 

CINCINNATI SOUTHERN.—The city of Cincinnati has filed 
a test suit to determine the legality of the lease of 
the Cincinnati Southern which was voted at a popular 
election held recently. The suit attacks the right to 
issue the proposed bonds on the ground that it is a 
mingling of public and private funds, which is for- 
bidden by law, and there are also minor objections 
filed. (Nov. 15, p. 798. 

-DETROIT UNITED (ELectric).—The directors have 
agreed that the $35,000,000 mortgage shall be dated 
Jan. 2, 1902, and shall secure 30-year bonds. Of these 
new bonds, $16,525,000, of which $758,000 are now in 
the treasury, are to be deposited with the trustee as 
representing the principal of all the bonds of the 18 
controlled companies which have such obligations out- 
standing. Provision is also made for payment at ma- 
turity. extension, or refunding as consolidated mort- 
gage bonds into the new bonds of the controlled com- 
panies mentioned. Bonds are also to be reserved to 
assume the indebtedness of certain additional suburban 
lines which may be acquired in the future. The re- 
mainder of the issue is to be used for extensions, im- 
provements and betterments of the company’s property. 
No provision for the retirement of the company’s 
stock is made. 

Fircupurc.—The Board of Railroad Commissioners in 
Massachusetts has authorized this company to issue 
$2,000,000 of 20-year 3% per cent. bonds, of which 
$1,000,000 is to be issued for refunding other issues of 
bonds, and $1,000,000 for permanent improvements in 
the property, in accordance with the agreement made 
at the time the road was leased by the Boston & 
Maine. 

McCrtoup River RaAriLrRoAp.—A_ syndicate has_ been 
formed to acquire the lumber, railroad and saw mill 
properties of the Siskiyou Lumber & Mercantile Co., 
in Southern Oregon and Northern California, includ- 
ing the McCloud River Railroad. This road was pro- 
jected between Upton and Alturas, Cal., 125 miles, and 
is at present in operation between Upton and McCloud, 
18 miles, with branches which bring the total mileage 
up to 45. It was opened as above in June, 1901, and 
the price of these combined properties is said to be 
$3,000,000. Thomas B. Walker, of Portland, Ore., is 
at the head of the syndicate. 

New York Centra & Hupson River.—J. P. Morgan 
& Co. are offering $3,500,000 of the Beech Creek ex- 
tension first mortgage 314 per cent. 50-year gold bonds 
of a total issue of $4,500,000, principal and interest 
guaranteed by the above company. The price is 104 
plus interest. The Beech Creek extension was formed 
by the consolidation of the Susquehanna & Clearfield, 
the West Branch Valley and Canoe Creek Railroads, 
the object being to secure an additional and economical 
line for the movement of coal and other tonnage in 
the Beech Creek district. The traffic has increased on 
these lines to such an extent that it can no longer be 
handled over the single track of the present Beech 
Creek R. R.. and extensive improvements are to be 
made. 

OKLAHOMA City & WESTERN.—This company, which is 
building a railroad 200 miles long between Oklahoma 
City and Acme. Texas, is to increase its capital stock 
from $3,500,000 to $5,000,000. 

OTTAWA NorTHERN & WESTERN.—The stockholders, on 
Nov. 20, voted to increase the capital stock of the 
company to $10,000,000 to provide for the recent pur- 
chases of the Pontiac & Pacific, the Interprovincial 
Bridge Co., and the Hull Electric Co. 

PirtspurRGH, CINCINNATI, Cuicaco & Sr. Louts.—A 
statement of the results of operation for the 10 months 
ending Oct. 31, 1901, shows gross earnings of $17.- 
033,165, an increase of $1,829,991, as compared with 
a corresponding period last year. After deducting op- 
erating expenses and interest on bonds, rentals, etc.. 
the profit this year was $1,619,970, an increase of 
$571,094. . 

Texas SouTHERN.—Application has been granted by the 
Texas Railroad Commission for the issuance of $225,- 
000 bonds on 13 miles of completed road extending 
southeast from Winnsboro, Texas. It is said that 
this stretch is to he bought from the Missouri. Kansas 
& Texas and the Schliter-Whiteman Lumber Co. The 
purchase price agreed upon consists of bonds to the 
full amount of the issue, and a sufficient number of 
relay steel rails for about 28 miles of road. 

WASHINGTON TRACTION & ELectric.—This property, 
coucrolling the street railroads of Washington. D. C., 
was sold, Nov. 23, at Norfolk, Va.. by R. B. Tunstall, 
Special Master Commissioner, under a decree of the 
United States Court in the case in which the United 
States Mortgage & Trust Co. was complainant, The 
selling price was $5,000,000. 























